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f@ments. But, by using every facility to the best advantage, 


| [ T () " "ALLIED can still serve business and individuals too. When you need 


IN a long-distance mover, play safe... call your local ALLIED agent. 
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————— TRODKS TERMINAL WAREHOUSES 


> iN 


Downtown Warehouse—Opposite New Post Office. 75-car capacity switchtrack under cover. 50 trucks can be served at one time under canopies. 
Tunnel connection. Location ideal for the Grocery, Drug and General Jobbing Trade. 


You Make Things 
We Warehouse and Distribute Them 
We Can Help Your 
Post-War Plans with 
High Speed Warehousing 
—Fast Enough to 
) Keep Up with Your Plans 
Your Accelerated Distribu- 
tion and Sales. 


South Side Reshipping Warehouses—Away from con- 
gestion. Largest consignments Inbound or Outbound 
handled with dispatch. 60-car private switchtrack. 
All buildings strictly modern with insurance rates as 
low as 14 cents. 
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How? The answer is Towmotor’s ability to move, 
TEAL EE SrA gin spot or store heavy loads of many shapes and sizes. 
How much? Up to 10,000 pounds at a time! 
How fast? At speeds up to 880 feet per minute! 
How high? Towmotor stores a full load to space 
saving heights of 20 feet! 


Docket of the Commission 


Questions and Answers 


What’s the secret? It’s in the picture—more units 
per load to save time; higher stacking to save space 


and use upper areas; and one man operation to 
RAS ETC WOiIRIt/D make full use of available manpower! These com- 
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| SMITHERS COMPANY 
FLOUR ann FEED 


“He Straightens Out Our Delivery Tangles” 


Keeping data ‘in one’s head” is fine—in its place. 
But to keep mental tabs on all the complicated oper- 
ations of a modern business would strain the powers 
of even a Hindu mystic! 

What’s needed are records—records of orders, of 
deliveries, and of every stage of manufacturing oper- 
ations. Records that give complete and accurate con- 
trol of all processes, all transactions. 

Supplying modern record forms to business is 
Uarco’s job. Tailored to individual needs, Uarco forms 
routinize complicated operations—remove the guess- 
work—speed and simplify the work. And because 


Uarco has been doing that job for years, you can be 
sure that Uarco record forms, either autographic 


or typewritten, give you the latest, most up-to-date 
assistance. 


If you have a special problem concerning business 
forms or records, bring it to Uarco. They will consider 
it a privilege to study your problem and to work with 


you in solving it with Uarco forms. Just have the 
Uarco representative call! 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland ¢ Offices in All Principal Cities 
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Distribution 





in a big way at low unit cost! 


Even if your product is small, you can profit by the 
experience of others in coordinating production with 
shipments. Then you too, can tap wider markets via 
our inland waterways. That may well be a money 
maker for you. 

It makes sense, too. For the one barrier against wide 
distribution often is—transportation cost. Lick that, 
and you automatically put your product closer to 
markets hitherto out of reach. This one factor has 
enabled steel manufacturers to reach new markets and 
serve them within twelve to forty-eight hours. It can 


work to your advantage as well. 


Ask about river shipment for your product, at a 
saving. Write for free book containing a list of river 
terminals, river distances, and a schedule of equipment 


and services. 


Have You Seen Our New 
Inland Waterways Map ? 


Your copy is now ready. 
Ask for it on your letterhead. 





UNION BARGE LINE CORPORATION 
Dravo Building, Pittsburgh 22, Pa. 
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Buy War Bonds Now 


1944 will see no let-up. There will be One of the mighty links in the smooth | 
















more freight for railroads to transport and fast flow of war-time rail commerce 
and its importance will be accentuated _is the efficient and speedy assembling 
by the war offensives. So, the tide of | and reassorting of freight cars at points 
battle in rail transport must never lag. of interchange — gateways such as 
And nothing that contributes to the Peoria. The P. & P. U. is making and 
over-all success of war-time rail trans- —_ will continue to make its operation link 
portation can be permittedtojeopardize stronger than ever—an ambition being 


this situation. realized for over 60 years. 





“One of America’s Railroads—All United for Victory” 






SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 
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The vital task on 
the home front is to 
keep the life line of 
supplies to world- 
wide battle -fronts 
moving in constant 


and ever-increasing 
volume. : 


Rio-Grande 


M 


F. C. HOGUE 
General Traffic Manager 
DENVER & RIO GRANDE 
WESTERN RAILROAD 
Rio Grande Building 
1531 Stout Street 
Denver, Colorado 
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| “Throo Cs aro going places!” 


When the going is tough—it's a pleasure 
to H 


USE CCC HIGHWAY 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


17 South High Street DIVISION OF U. 8. TRUCK LINES Columbus, Ohic 
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DID shat GOVERNORS’ CONFERENCE 
OF MAY, 1942, FAIL? 


Here Is An Accounting 20 Months Later! 


OUR WAR EFFORT is being 
slowed down—the cost of living 
and of doing business raised — 
food and other products delayed, 
often spoiled—because the request 
made at the Governors’ Conference 
of May, 1942, to permit the free 
flow of motor transport across State 
borders, was not fulfilled by all 
States. 


The commonsense program 
which the Governors were asked 
to adopt would have eliminated 
the “Balkanizing” of our States. 
Fees amounting to imposts would 
have been abolished. Uniform laws 
would have permitted vehicles of 
reasonable capacity and length to 
freely cross State borders. Some 
cooperated, of course, but not all. 


NON-CONFORMERS PENALIZE OTHERS 


The States that have not seen fit 
to fulfill the request made by the 
Federal Government largely nul- 
lify the patriotic cooperation of the 
other States! Many of the non- 


conforming States are on through 
trans-continental routes — conse- 
quently, the effect of their non- 
cooperation is devastating to inter- 
state highway transportation. 


REASONABLE STANDARDS 


How reasonable the proposed 
standards were is shown by the 
fact that at least fourteen States 
voluntarily permit more than the 
45 ft. length allowance requested of 
the Governors. Some thirteen States 
allow more than the 18,000 Ibs. 
Conference axle weight. And at 
least twenty-five States permit 
more than the proposed 40,000 Ibs. 
gross weight of vehicle and load. 


Non-cooperative, bottleneck 
States are penalizing not only 
their own citizens but all others, 
since transportation plays such a 
large part in our modern home 
and business life. And, in many 
cases, the delays and inconveni- 
ence they cause actually sabotage 
our war effort. 


WHAT WAS REQUESTED 


In May, 1942, the Governors of 
our 48 States, called together by 
the President, were asked, in the 
interest of the war effort, to expe- 
dite interstate truck transportation 
by cooperating on a program to: 

(1) Honor the license plates of 

all other States. 

(2) Permit a length of at least 

45 feet for a tractor-trailer 
unit. 


(3) Permit at least 18,000 Ibs. 
weight per axle. 


(4) Permit at least 40,000 lbs. 
gross weight on 3-axle units. 


“WHAT WAS DONE 


Now—20 months later—so many 
States are not honoring the license 
plates of other States that the situ- 
ation constitutes a serious bottle- 
neck and tax on essential trans- 
portation. 


There are twelve States in which 
the 45 ft. length is illegal. 

Three States do not permit the 
allowance of 18,000 Ibs. per axle. 

Four States allow less than the 
40,000 lbs. gross weight minimum. 


SOME TYPICAL Gottleucchs TAKEN AT RANDOM FROM ACTUAL HAULS! 


(Sizes and weights used here are correct according to latest information at hand as this is written.) 


HAUL: NEW YORK TO JACKSONVILLE 
35,000 Pounds Is Bottleneck On Gross Weight 


HAUL: OMAHA TO CLEVELAND 


35 Feet Is Bottleneck On Length 


- 
Ue, 


° 
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NEBRASKA 42 FT. 


: 


: 


LAW OF MOST RESTRICTIVE STATE CONTROLS ENTIRE HAUL 


Do you live in a non-cooperative State? Or, is your State “bottled up” by / 
adjoining States? If you want to find out how you stand, send for our booklet Le 
entitled “Are the United States United?” (second edition) or request it through 
the Fruehauf Trailer Company -branch in your city. Read it—then write your 


Congressmen and State Officials. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 


/ 


/ ig te i 
4, egy 4 
“eg f 
f . 4 
fe® a g f 
f nn, fy 


Service in Principal Cities 


¢ DETROIT 
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96 Years of Industrial Development 


The past two years have demonstrated what the Gulf, Mobile and Ohio has said for many years, that there 
is an abundance of labor of a very high type in the South. Actual experience of large war-time plants, working 
under emergency conditions, has shown this labor to be capable of meeting the diversified demands for skill 
needed by modern industry. 

Such labor is available in progressive communities close to a large variety of raw materials; with low cost 
of power, water and fuel for their conversion, and served by excellent transportation facilities for marketing 
the finished product. 

We will welcome the: opportunity to make an individualized survey of these and other factors affecting 
your choice of postwar locations. 

T. T. Martin, Executive Representative, Mobile, Alabama 


Industrial Department 


GULF, MOBILE & OHIO RAILROAD 
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PACKS A PUNCH F 


... THATS “Bound fe Get There” 


Today, products must be “packed 
like sardines’ and containers, must 
be “tough as Commandos” . . . to 
save vital cargo space and weight 
and arrive safely at destination. 

—and here’s how Doc. Steelstrap 
“Packs a Punch” for America and 
sees that materials are “Bound to get 
there” with Acme Steelstrap. 

Doc. Steelstrap represents our 
service to industry in diagnosing 
the packing and shipping of the 
particular products . . . in prescribing 
remedies that save tons of weight and 


hundreds of dollars in unnecessary 
expense in container material, time 
and effort. As a matter of fact, Acme 
Steelstrap often pays for itself many 
times over in savings and safety. 
War problems have given us valu- 
able experience for post-war methods. 
Here again Acme is in a position to 
serve you by giving recommendations 
covering a complete plan of Acme 
Steelstrap and Unit Load applications. 
This service by Acme tech- 
nical men is available without 
obligation on your part. 


ACME STEEL CUMPANY 


2844 ARCHER AVENUE, CHICAGO, ILLINOIS 
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If it weren’t for the shippers... 


ie no one forget that the shippers who use our 
railroad are rendering us—and, indeed, their 
country—a service of the utmost importance. 


By their cooperative attitude in loading and un- 
loading quickly, these shippers are making it possible 
for America’s railroads to carry out a program of 
maximum use. Without this program, which means 
obtaining the maximum use of every single piece of 
rolling stock, it simply would not be possible to carry 
all that the railroads are asked to. This is especially 


so when the railroads are handicapped by less man- 
power, less chance for repairs and replacements. 


So we at C & O want our shippers to realize the 
important part they are playing in keeping the na- 
tion’s transportation system going. We are confident 
that they will continue their splendid cooperation. 


If you have a problem connected with shipping perhaps we 
can be of assistance. Just get in touch with our nearest 
representative or with George W. Wood, Freight Traffic 
Manager, Chesapeake and Ohio Railway, Cincinnati, O. 


Chesapeake and Ohio 
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The end of the war and the discharge of several 

million soldiers and sailors looking for jobs will 
be a red letter day for the waterway “improvement” 
advocates, if they have their way. These pork-barrel 
gentlemen failed to achieve success by their arguments 
that what they wanted was needed for the handling of 
war traffic, so:now they are on a new tack. The “im- 
provements” are needed in order to give jobs to re- 
turned soldiers. ; 

In the omnibus rivers and harbors bill, reported 
= by the House committee, we see many old friends, 
4s 3 among them the Tennessee-Tombigbee project, which 
had been previously rejected by the committee, the 
original cost of which is estimated at sixty-six million 
dollars. Others are: Improvement of Savannah River 
below Augusta, Ga., and Clarks Hill Reservoir, $28,- 
000,000; 12-foot channel in Intracoastal Waterway from 
Jacksonville, Fla., to Miami, Fla., $11,789,000; Alabama 
Zand Coosa Rivers and tributaries in Alabama and 
13 Georgia, $60,000,000; Neches and Angelina Rivers, 

Tex., $23,000,000; Trinity River, Tex., $15,000,000; 
§ Illinois Waterway and Indiana Harbor Canal and har- 
§ bor, $25,900,000; Snake River, in Oregon, Washington 


WRVEEUC 
aoe WORLD 


Henry A. Palmer, Editor 
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Rivers and Harbors °*“‘Make-Work’’ 


and Idaho, $30,200,000, and Umatilla Dam, Oregon and 
Washington, $49,470,000. 


Some of these projects may be more or less neces- 
sary, but others manifestly are not. They will, if con- 
structed, represent only expenditures procured by 
members of Congress for their districts. This is always 
regarded by constituents as good work by their repre- 
sentatives and now those representatives bring to their 
aid in the plan for spending money in their districts 
the plea that it will make jobs for returning soldiers. 

The “estimated original cost” of the projects ad- 
vocated by the House committee in this bill is some- 
thing over four hundred and twenty million dollars. 
The “estimated,” of course, will be subject to revision 
and expansion if the work is undertaken, and “original 
cost” is usually a comparatively small part of the total 
cost of the completed project. 


We are as anxious as anybody can be that employ- 
ment be found for everybody who needs it and wants 
it, but we hope the way to such employment will not 
be to spend the public’s money wastefully. Waterway 
projects, like many other things that will be proposed, 
should be considered on their merits and -not on the 





OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
e agencies; less, instead of more, government control. 

: Private ownership and operation of all transport. Take 
| the government out of the ocean and inland waterway trans- 
t portation business. 

' Keep politics out of rate-making. 

; An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 


ve them in their business, and a uniform application of the 
s principles thus arrived at. 

Proper payment by inland waterway transport for the 
4 use of the waterways as a place of doing business. 

). Realization by railroads that they must do something by 


way of group operating economies to help themselves and co- 
operation by shippers in such economies, 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done, 

Kill the St. Lawrence waterway proposal. 

. A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 


A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 
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Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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theory that they will furnish work to men who other- 
wise might be unemployed. 


How Wonderful Is the Law! 


As we understand the decision of the Supreme 

Court of the United States in the T. P. and W. 
case, that road, because it refused to arbitrate the labor 
dispute that led to the violence, is not entitled to in- 
junctive protection from violence by strikers. That is 
a new one on us—that, because we do not agree to 
arbitrate a dispute with you, you may throw bricks 
through our windows and bash our face in—and get 
away with it without being restrained. Either the law 
that permits such a situation is an ass or those who 
hold that it does are something very like it. There is 
no sense or justice in the decision. 

Incidentally, though all other railroads in the coun- 
try have just finished a term of government operation, 
from which they were released by agreeing to labor’s 
conditions, as fixed by Roosevelt, the T. P. and W. is 
still being operated by the O. D. T. because it is not so 
complacent. Its president, Mr. McNear, evidently still 
thinks there are such things as principles and would 
rather be right, according to his lights, and a president 
out of a job, than be wrong and continue as a pres- 
ident with a job. 


Crowded Passenger Trains 


In spite of all that is said about congested pas- 

senger travel and the need for curtailing the un- 
necessary part of it in order that there may be room 
for essential travel, including that of the military 
forces, we hear from people who ride the trains fre- 
quent tales of “coaches” crowded to over-flowing but 
“parlor cars” on daylight runs only being partly filled 
and the occupants, therefore, traveling in great com- 
fort. We have heard railroad men themselves argue 
from just such facts as to spare space in parlor cars 
that the travel congestion is exaggerated. There is no 
doubt about the facts, at least on some trains on some 
roads. 

Now, as we view it, the problem is one of taking 
care of essential travel—not of selling luxury accom- 
modations to those who are able and willing to pay for 
them. We suggest some plan by which these luxury 
accommodations can be turned over to soldiers without 
extra charge when the train is crowded, or their aboli- 
tion so that the entire train effort can be devoted to 
carrying those who must travel. If anyone’s need to 
travel was not so great as to induce him to make his 
daylight trip in a “coach”, then he could stay at home. 

There is a deal of nonsense in much that is uttered 
about “shortages” and efforts to meet them. The way 
to meet them is to meet them, without trying to com- 
promise with “business as usual’’. 


As illustrative of how even men of ability and 
standing are guilty of nonsense and inconsistencies— 
due, perhaps, to the circumstances under which and 
localities in which they may be talking and their lack 
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of careful checking—we quote John S. Burchmore, 


who, in a speech this week in Canada, said that “criti- } 


cal attitudes toward our leaders savor of disloyalty,” 
and then—inadvertently, no doubt—proved that he did 
not believe what he had said by doing some of just that 
kind of criticising himself. Of course, criticising our 
leaders, when they should be criticised, is not disloyal 
—it is proper and even necessary. Because we are at 
war and because we have “leaders,” are we to accept 
as perfect everything they do, especially when they 
are candidates for office and open to suspicion that 
some things they do are influenced by politics? 


Rivers and Harbors Bill 


The House rivers and harbors committee has issued its 
report on H. R. 3961, the omnibus rivers and harbors bill (see | 


Traffic World, January 22), showing: that the total estimated | 


annual maintenance cost involved for the 271 projectss itemized | 
in the bill would be $3,550,500 and that, as to some of the | 


projects, there would be local contributions, the aggregate of | 


which would be $8,635,150. The cost to the federal government 


would be $420,675,396. The committee said in the report that | 


the bill was “for outhorization, not appropriation.” 


River, harbor and inland waterway projects had “demon- | 


strated their importance and worth” in the present war, the 
committee said. It stated that the tonnage carried on the Mis- 


sissippi River in 1941 exceeded that of 1940 by 37 per cent and | 
that the 1942 tonnage increased 23 per cent over that of 1941. | 


“The figures for the past calendar year have not been 
tabulated,” it continued, “but your committee is informed that 


the figures will show a further increase. In addition to the | 


normal tonnage represented by this increase, this waterway 
has brought to deep water from inland manufacturing centers 
in the Mississippi basin over 1,000 newly built war craft. The 
tonnage on the Gulf Intracoastal Waterway in 1942 increased 


22 per cent over the volume for 1941 which in turn exceeded © 


the 1940 tonnage by 49 per cent.” 
Continuing, the committee said, in part: 


The post-war construction program must be considered now by 


those who stay on this side of the ocean so that men in the armed 
forces, when they return from overseas, may find useful and meritori- 
ous employment. The backlog of authorized river and harbor projects 
is altogether inadequate to meet the needs of such a program. . 


Authorization should be enacted now so that the engineers and : 


their respective field offices . . . can make the necessary detailed plans 
and specifications to permit immediate initiation of work as soon as 


appropriations are made available. Enactment of this bill is necessary | 
if the federal government is to take advantage of the opportunity pre- | 


pared by the foresight of the Congress. 


The authorization provides for appropriations spread over a num- q 


ber of years. The larger projects will take from three to five years 


to construct and appropriations for them will be spread over as many 
years. 
number of years since the last authorization was enacted as well as 
the number of years over which the authorization will be spread, is 
reasonable in annual terms. 


I. C. C. ACCIDENT REPORTS 


The amount of this authorization, therefore, if measured by the | 


Pointing out that the employe who had operated switches | 


in such a way as to cause the accident, covered by Investigation 


No. 2746, had had only about six months’ experience in railroad § 


work, the report of the Commission, written by Chairman Pat- 
terson, recommended that the Santa Fe install electric switch- 
locking at main-track hand-operated switches in automatic 
block-signal territory. If the switches of the crossover at De- 
vore, Calif., at which point the accident occurred, had been so 
equipped, it would not have been possible to permit movement 
on the crossover when a train was moving on the main track 
in the vicinity of the crossover, the report said. 

The accident occurred Nov. 26, 1943, and resulted in the 
injury of 33 passengers, 13 dining car employes and three coach 
attendants, when the engine of a Santa Fe freight train collided 
with the side of a Union Pacific passenger train that was travel- 
ing at an estimated speed of 25 miles an hour when its eighth 


car was struck by the freight engine at the fouling point of the 
crossover. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Decisions of Interstate Commerce Commission 
: Railroad, Water, and Motor Transport 





Passenger Fares, D. C.-Va. 


With Chairman Patterson objecting that the Commission 
had no jurisdiction over any transportation performed by street 
cars, and no authority to prescribe joint fares. between street- 
car lines and those of a motor carrier, the Commission, by a 
report and order in No. 28991, Passenger Fares Between Dis- 
trict of Columbia and Nearby Virginia, concluded it had such 
authority and extended the District of Columbia fare zone 
to include government installations in nearby Virginia. It also 
found passenger bus fares and bus-street car fares between 
the District and the Pentagon Building, Navy Arlington Annex, 
Army Air Force Annex, Washington National Airport, and inter- 
mediate points, unreasonable, with exceptions, and prescribed 
reasonable fares. It ordered the fares to be made effective as 
soon as practicable and said they should be published on 15 
days’ notice instead of the usual 30-day notice. 

Commissioners Mahaffie and Splawn concurred. Commis- 
sioner Mahaffie, in whose expression Commissioner Porter 
joined, said he considered it important that the jurisdictional 
questions be determined, although he voiced some dissatisfac- 
tion as to the amount of the fares prescribed and the manner 
in which they were to be paid. Commissioner Splawn said the 


‘principal issue was whether the Virginia installations might be 


included as a part of the base zone ‘“‘now coextensive with the 
District of Columbia,” or should be treated as within an addi- 
tional zone. The greatly increased volume of traffic, he said, 
was advantageous to the transit companies and that, in his 
opinion, the record warranted the expansion of the common 
fare zone required in the report. 

Commissioner Johnson dissented in part, saying he did not 
agree with the majority in finding that the present District 
fares were reasonable for application between all points in the 
District and the Pentagon Building over the lines of the Capital 
Transit Co., and suggested a different rate. 


Respondents in the proceeding were Capital Transit Co., 
furnishing regular urban and suburban street-car and bus 
service in the District and nearby Maryland, and bus service 
between the District and: the Pentagon Building in the rush 
hours only; Washington, Virginia and Maryland Coach Co., Inc.; 
Arlington & Fairfax Motor Transportation Co.; and Alexandria, 
Barcroft & Washington Transit Co. The report said the Vir- 
ginia lines transported passengers by bus between points in 
Virginia in the general vicinity of the District, and between 
designated terminals in the down-town business section of the 
District, on the one hand, and points in Virginia, on the other. 

The Commission made a number of findings as to fares to 
be charged. The main effect of the decision was to extend 
into the nearby Virginia territory the fares of the Capital 
Transit Co.—10 cents, three tokens for 25 cents, or a weekly 
pass for $1.25. 


Gammon Dual Rights 


With Commissioner Lee dissenting in part in MC 28546, 
C. D. Gammon Co. Common Carrier Application, the Commis- 
sion, division 5, by a report in that proceeding, has found the 
applicant entitled to continue in operation as a common Car- 
rier of general commodities, with exceptions, between points 
inthe Chicago, Ill., commercial zone. At the same time the 
majority said no order would be entered for 90 days in order 
that the applicant might abandon its contract carrier rights in 
MC 64819 and request cancellation of its permit; or Gispose 
of those rights, or of its common carrier rights, subject to the 
approval of the Commission. 


Under its permit, the report said, applicant had authority 
to transport iron, steel, copper and brass articles, structural 
Steel, paints, and machinery, over irregular routes, from De- 
Kalb, Joliet, and Waukegan, Ill., and points in the Chicago 
commercial zone to Chicago and points in Illinois, Indiana, and 
Wisconsin, within 150 miles of Chicago, with no transportation 
for compensation on return. The greater part of applicant’s 
Service, it said, had consisted of operations not subject to the 
certificate or permit provisions of the interstate commerce act, 
citing transfer, collection and delivery service for various rail 
carriers and freight forwarders. It pointed out that applicant’s 


equipment was used interchangeably in both common and con- 
tract carrier operations and that, should it be permitted to 
transport the same commodities under its permit and under a 
certificate, the door would be open to discrimination between 
shippers. Issuance of such dual authority, the report said, 
would not be consistent with the public interest. 

The report said applicant’s transfer, collection, and de- 
livery service for rail carriers and forwarders was not shown 
to have been confined to the terminal areas of the carriers so 
served, adding that in the absence of such evidence, the Com- 
mission had in several cases assumed that the terminal areas 
were coextensive with the corporate limits of the city in which 
the transfer, collection, and delivery service was performed. 
Here, however, it added, such operations were not shown to 
have been confined to the municipal limits of Chicago, but ap- 
peared to have been conducted throughout the Chicago com- 
mercial zone. In the circumstances, it said, authority from the 
Commission was required for their continuance. 

Commissioner Lee said that the words ‘“‘terminal areas of 
transfer, collection, or delivery services,” in section 202(c) (2), 
were not defined. It was obvoius, however, said he, that the 
“terminal areas” contemplated were the areas within which 
railroads, motor carriers, water carriers, and freight forward- 
ers furnished transfer, collection, or delivery services for traffic 
they transported in line-haul service, and added: 


The size of such areas might range from a few blocks to the entire 
commercial zone or beyond. Terminal areas are not static, but may be 
reduced in size or enlarged depending on business conditions. ... 
While we might, in the issuance of operating authorities, fix the 
maximum limits of the terminal* areas which motor carriers, water 
carriers and freight forwarders may establish, it is impractical for us 
currently to fix the exact ‘‘terminal area’’ for each rail, water and 
motor carrier and each freight forwarder at each point which it is 
authorized to serve. We must of necessity permit the carriers and 
forwarders, in the first instance, to define their terminal areas. Where 
need therefor appears, as in Pick-up of Livestock in Illinois, Iowa and 
Wisconsin, 238 I, C. C. 671, 248 I. C. C. 385, and 251 I. C. C. 549, we 
should determine whether the terminal areas fixed by the carriers are 
lawful. 


Consideration of the service rendered by the applicant, 
said Commissioner Lee, must lead to the conclusion that it fell 
within the exemption provided in section 202(c)(2) and that 
the applicant needed no certificate authorizing its continuance; 
and that he did not approve the findings that applicant was 
entitled to certificate. 


Columbia Water Authority 


Holding that there was a specific definition of the term 
“common carrier” in part III of the interstate commerce act 
that, in its opinion, modified the common law version of a com- 
mon carrier, the Commission, in a report and order on reargu- 
ment in W-773, Columbia Transportation Co. Contract Carrier 
Application, modified the findings of division 4 in the prior re- 
port, 250 I. C. C. as to applicant’s operations as a carrier of bulk 
commodities, ordered the certificate effective April 5, and 
affirmed the findings in all other respects. Commissioner All- 
dredge concurred; Chairman Patterson dissented in part; and 
Commissioner Porter dissented, as to exemption of the appli- 
cant’s bulk commodity operations. 

In the prior report, the Commission, division 4, found the 
applicant entitled to continue operation as a common carrier by 
self-propelled vessels, in the transportation of commodities gen- 
erally on the Great Lakes, the St. Lawrence River, and their 
navigable connecting and tributary waters, except that part of 
the St. Lawrence east of Ogdensburg, N. Y., and the New York 
state barge canal system. It also found applicant’s transporta- 
tion of commodities in bulk in full cargo lots for one shipper to 
come within the exemption of section 303(b) of the act. In the 
instant report, with reference to the ‘transportation of com- 
modities in bulk, the following finding was made: 


We conclude and find that applicant’s transportation of bulk com- 
modities was not subject to the intercoastal shipping act, 1933, as 
amended, at the time part III of the interstate commerce act became 
effective, and that such transportation, to the extent that it may comply 
wih the specific requirements of section 303(b), as to loading and sim- 
ilar matters, is therefore exempt from our regulations. The findings 
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in the former report are modified accordingly. 


In all other respects 
those findings are affirmed. 


The Commission said it understood that only a small part 
of the applicant’s bulk traffic was carried in less than full cargo 
lots, or, with respect to a single cargo, for more than one 
shipper. However, it added, applicant had contended this traffic 
was important to it and should not be accorded different treat- 
ment than its other bulk traffic. Applicant had asked modifica- 
tion of the former finding so that all of its bulk traffic meeting 
the specific loading and handling requirements set forth in sec- 
tion 303(b) should be found exempt from regulation. 

If it was not for the final sentence of section 303(b) of the 
act, exempting transportation subject at the time part II took 
effect to the provisions of the intercoastal shipping act, 1933, as 
amended, the Commission said there would be no doubt but that 
all of applicant's bulk traffic would be exempt. If, however, it 
should be found that such traffic had been subject, at the time 
part III of the act became effective, to the intercoastal shipping 
act, then section 303(b) would not affirm an exemption, the re- 
port said. Later in the report the Commission said it believed 
it was appropriate to resolve any doubt as to the application of 
that sentence in favor of the applicant. 

The report pointed out that there was no definition of the 
term “common carrier” in the 1933 act, nor in the amendment 
of 1938, except by reference to the shipping act, 1916, and that 
the latter did not define the term. It was necessary, therefore, 
to examine the common law, it said, and that if applicant was 
a common carrier prior to the enactment of part III of the act 
it would be a common carrier within the meaning of that term 
as used in the shipping act, and, therefore, under the inter- 
coastal shipping act, 1933, as amended. 

While decisions of the Maritime Commission were not nec- 
essarily binding on the Commission, it said they were entitled 
to great weight, and observed that in this connection it appeared 
that the Maritime Commission had never asserted jurisdiction 
over Great Lakes carriers engaged in the transportation of prop- 
erty in full cargo lots for one shipper, or in split cargoes, in 
bulk, for more than one shipper. Applicant’s predecessor, the 
report said, had been classified by the United States Shipping 
Board as a water carrier engaged in interstate tramp service, 
which classification was continued by the Maritime Commission. 
Neither the shipping board nor the Maritime Commission had 
ever exercised control over applicant’s, or its predecessor’s, 
operations, said the report, adding that “clearly, the Maritime 
Commission did not consider applicant’s bulk traffic, in split 
cargoes or otherwise, subject to its jurisdiction.” 

The Commission said it was unable to find any decisions of 
the federal courts or other tribunals that could be cited as au- 
thority for the proposition that the transportation of split 
cargoes, in bulk, had been considered common carriage under 
the common law. It said that in various decisions mentioned 
the controlling factor seemed to have been that the ships re- 
ferred to were engaged in private carriage and did not transport 
cargoes for the public indiscriminately; and that the decisions, 
while not determinative of applicant’s status under part III of 
the act, were persuasive that its transportation of bulk com- 
modities would have been considered private carriage rather 
than common carriage under the common law. 

Although applicant was now operating in substantially the 
same manner as on the date when part III of the act became 
effective, and although it had not been found to be a common 
carrier, as to bulk traffic, within the provisions of the shipping 
act, 1916, or the intercoastal shipping act, 1933, as amended, 
the Commission said it was, nevertheless, a common carrier 
under part III of the interstate commerce act, because there 
was a definition of that term in part III which modified the 
common law version of a common carrier, and that applicant’s 
operations fell squarely within that definition. 

As to the grant of authority for the carriage of general 
commodities, although applicant had requested authority with 
respect to specified commodities, the report said it had trans- 
ported a sufficiently representative number of commodities to 
and from a sufficiently representative number of points to con- 
stitute a fulfillment of its holding out to act as a common car- 
rier of commodities generally. 

Commissioner Alldredge said he concurred because, while 
there was need for definition of the meaning of the phrase ‘“‘con- 
tinue to transport commodities generally” or “to transport com- 
modities generally,” it should be made to apply uniformly to all 
outstanding certificates and not merely the one here under con- 
sideration. That, said he, should be done in an appropriate pro- 
ceeding. A reading of the Commission’s water-carrier decisions 
showed that various implications had been attached to the 
phrase, and that additional implications had been created in the 
instant report. He made his observations in connection with the 
contention of protestants that authority granted should exclude 
specialized service such as the transportation of automobiles 
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and package freight. The main issue injected by the protestants 
had been left undetermined, said he, pointing out that in the 
prior report it had been found that applicant had held ‘itself 
out to transport “commodities generally, with the exception of 
package freight.” Although applicant had been granted author- 
ity “to continue to transport commodities generally,” there was 
a strong implication in that report, said Commissioner All- 
dredge, that it was granted authority to transport all commodi- 
ties except package freight. 

Chairman Paterson said applicant should not be granted 
authority to transport commodities generally, but only to trans- 
port those for which it specifically sought authority. 

Commissioner Porter said he disagreed with the conclusions 
of the majority that the transportation of bulk commodities in 
split cargo lots was exempt, and that his reasons had been 
rather fully set forth in the prior report. The findings of the 
majority, in his opinion, rendered the aforementioned proviso 
of section 303(b) meaningless, said he. Transportation of bulk 
commodities for two or more shippers in the same vessel at the 
same time by carriers operating on regular routes from port to 
port was, in his judgment, common carriage subject to the inter- 
coastal shipping act, 1933, as amended, and therefore not ex- 
empted under section 303(b), said Commissioner Porter. Com- 
missioner Johnson concurred in Commissioner Porter’s expres- 
sion. 


Motor Carrier Status 


On reconsideration in MC 68902, Russell Christian New- 
kirk Contract Carrier Application, the Commission, with Chair- 
man Patterson noting a dissent, has reaffirmed the findings in 
the prior report 29 M. C. C. 814, and declared the applicant 
entitled to continue “grandfather” operation as a common car- 
rier by motor vehicle of general commodities, with exceptions, 
between Philadelphia, Pa., on the one hand, and certain points 
in Huntingdon, Mercer, Middlesex, and Monmouth counties, 
N. J., on the other, over irregular routes. 

At the same time, the Commission kept the proceeding 
open for a period of 60 days to give the applicant an opportunity 
to file a petition asking revocation of a certificate granted in 
MC 59721, authorizing him to transport general commodities 
between Philadelphia and Camden, N. J., on the one hand, 
and, on the other, Lambertville and Asbury Park, N. J., and 
points in New Jersey south of a line running from Lambertville 
to Asbury Park. 

The report said the proceeding was reopened for further 
consideration on the record made, on petition of the applicant, 
raising the question whether his operations were those of a 
common or contract carrier. The applicant had filed two appli- 
cations, on the theory that he had been rendering two types 
of service, a retail store delivery service and a general com- 
modity irregular-route service, said the report. He had served 
almost any kind of a retail store, it said, limiting his service 
to packages weighing 60 pounds or less, and had urged that 
packages weighing more than that, or packages accepted for 
transportation on the return trip to a store other than one 
with which he had a contract, constituted common carriage. 

The report said the service was broader than the service 
involved in cited cases where the carriers had taken over the 
equipment and personnel of the stores served. Viewed as a 
whole, the distinction the applicant made between parcel de- 
livery service and the admitted common carrier service was not 
founded on any factual difference in the character of the trans- 
portation. The report pointed out that, because of the finding, 
it was not necessary to determine the question of dual opera- 
tions, but did point out that the circumstances did not seem 
to justify such operations even if the Commission was able 
to find the parce] delivery service to be contract carriage. 

Considering the intermingling of shipments and all the 
other circumstances surrounding applicant’s operations, the 
Commission said it had no alternative but to find his status 
to be that of a common carrier and that he had not been render- 
ing two separate and distinct services as claimed. If he desired 
to restrict his future operations to strict parcel delivery service, 
and applied for revocation of the certificate he now held, the 
Commission said it would give consideration to issuance of a 
permit authorizing the parcel delivery service as contract car- 
riage, and allowed 60 days for the filing of the petition. 


SHUTT FORWARDER RIGHTS 


The Commission, division 4, by a permit and order effective 
March 25, issued in FF-103, R. E. Shutt Freight Forwarder 
Application, has authorized R. E. Shutt, doing business as 
Service Carloading Co., of Dallas, Tex., to operate as a freight 
forwarder of commodities generally from points in Connecticut, 
Delaware, Maine, Maryland, Massachusetts, New Hampshire, 
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New Jersey, New York, Pennsylvania, Rhode Island, Vermont, 
Virginia, West Virginia, and the District of Columbia, to 
Houston and Dallas, Tex. 

That portion of the application for authority to serve 
points in Arizona, Louisiana, Oklahoma, New Mexico, and points 
in Texas other than Houston and Dallas, was denied. 


HAWAIIAN FORWARDER APPLICATION P 

On reconsideration in FF-53, Hawaiian Freight Forward- 
ers, Ltd., Freight Forwarder Application, the Commission, divi- 
sion 4, by a report and amended permit and order, has found 
that for some years prior to May 16, 1942, and continuously 
since, except for an interruption beyond its control, the appli- 
cant had held itself out to the general public to forward com- 
modities generally for compensation from points in the District 
of Columbia and all states east of and including North Dakota, 
South Dakota, Nebraska, Kansas, Oklahoma, Arkansas, and 
Louisiana, to points in California, Oregon, and Washington, 
when consigned to the Hawaiian Islands or the Far East. 

In the prior report, decided Oct. 15, 1943, the Commission, 
division 4, limited the forwarder to operations through San 
Francisco. The instant report said that at various times the 
port of San Francisco had been tied up due to labor difficulties 
and that at such times traffic destined to the Hawaiian Islands 
and the Far East had been cleared through other Pacific Coast 
ports, requiring the applicant to use those ports in the ordinary 
course of its business, though not regularly. Applicant should 
not be restricted unduly in rendering an efficient service in its 
undertaking by being limited to a single outlet, said the report, 
even though most of its business, under normal conditions, 
moved through but one port. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Control-Lease 


. MC F-2278, Stanley L. Wasie, St. Paul, Minn.—Control; 
Merchants Motor Freight, Inc-—Lease—Western Ice & Storage 
Co. Lease by Merchants Motor Freight, Inc., of St. Paul, Minn., 
of operating rights and certain property of Western Ice & 
Storage Co., of Sidney, Neb., and acquisition of control of said 
operation rights and property by Stanley L. Wasie through 
said lease, approved and authorized, subject to condition. 


L-C-L, L-T-L Rates, Ark.—La. 


I. and S. No. 5171, Less Carload Class Rates Between 
Arkansas and Louisiana, embracing I. and S. M-2184, Less- 
Truckload Class Rates Between Arkansas and Louisiana. By 
division 2. Proposed increased less-than-carload and less-than- 
truckload rates between points in northern Louisiana and 
southern Arkansas not shown to be just and reasonable. Sus- 
pended schedules ordered cancelled, and proceedings discon- 
tinued. By schedules filed to become effective Dec. 15, 1942, 
and later, rail carriers operating between northern Louisiana 
and southern Arkansas proposed to cancel their less-than-car- 
load class rates originally published to meet unregulated motor 
truck competition. By schedules filed to become effective Jan. 
30, 1943, common carrier motor lines operating in the afore- 
mentioned territory likewise proposed to canced their less-than- 
truckload class rates, published to meet private truck compe- 
tition as well as rail competition. The rail and motor schedules 
were suspended on protests of the Price Administrator, the 
Shreveport, La., Chamber of Commerce, and the Monroe, La., 
Traffic Bureau. Respondents voluntarily deferred the effective 
dates of the suspended schedules until termination of the pro- 
ceedings. The report said the publication of the rates to meet 
competition had been disappointing to both rail and motor 
respondents, and that both urged the non-compensatory char- 
acter of the rates. The report said the rates proposed to be 
cancelled had been maintained for over eight years and that 
the trade had become adjusted to that level. That long-continued 
maintenance required definite and certain proof that any in- 
crease would be just and reasonable, it said, and that no such 
comprehensive showing was afforded by the hearing. The re- 
spondents had failed to meet the burden of proof as provided 
by the statute, it said. 


Philippine Lumber 


No. 28914, E. J. Stanton & Son et al. vs. Ann Arbor Rail- 
road Co. et al. By division 2. Rates charged on Philippine 
hardwood lumber, in carload, from Los Angeles harbor and 
San Francisco Calif., and Portland, Ore., to numerous inter- 






263 


state destinations throughout the United States, found applica- 
ble. Complaint dismissed. The report said it was alleged that 
rates charged on the lumber, shipped between Feb. 18, 1938, 
and Nov. 1, 1942, inclusive, were inapplicable, and that the 
complainant had asked reparation. Defendants had applied a 
local or joint commodity rate of 75.5 cents, whereas com- 
plainants contended that a transshipment rate of 64 cents was 
applicable, it said. The report quoted an item in the tariff 
restricting trans-shipment rates to apply only on shipments 
from ocean ports in California north of San Francisco Bay, 
from Brookings, Ore., and from ports on Coos Bay, Ore., when 
such shipments were received from ocean carriers. The report 
said the lumber in the representative shipment from Los An- 
geles harbor had been received from an ocean carrier but had 
originated in the Philippines and not at ocean ports specified 
in the item. After discussing the tariff items involved, the 
report said that the tariff as a whole made it clear that trans- 
shipment rates did not apply on Philippine lumber, and only 
applied on lumber from north Pacific ports taken by ocean to 
Los Angeles harbor and thence shipped inland by rail. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 5938, Sub. 5, Springfield Martin’s Express, West 
Springfield, Mass., extension. Certificate denied. General com- 
modities, with exceptions, between Albany, N. Y., and points 
within 10 miles thereof, on the one hand, and, on the other, 
Springfield, Mass., and points within 15 miles thereof, over a 
regular route. 

*MC 7315, Sub. 3, Lipe Motor Lines, Hickory, N. C., exten- 
sion. Certificate granted. Prepared or composition roofing from 
Jersey City, N. J., to all points in described areas of N. C. and 
S. C.; petroleum products, in packages, from Philadelphia and 
Pittsburgh, Pa., Bayonne, Bayway, and Jersey City, N. J., and 
Baltimore, Md., to all points in the described areas in N. C. 
and S. C., and from Pittsburgh to Charleston, S. C.; and 
batteries, from North Bergen, N. J., to Greensboro, N. C., all 
over irregular routes, through Va., W. Va., and D. C., for 
operating convenience only. 


MC 3949, Elders Transfer Co., Inc., Hickory, N. C., com- 
mon carrier. Certificate granted on reconsideration, and finding 
in prior report on further hearing, decided June 1, 1943, modi- 
fied. Continuance in operation, (1) new furniture from points 
in Catawba, Burke, McDowell, and Caldwell counties, N. C., 
to New York, N. Y., all points in Pa., N. J., and D. C., and all 
points in described areas of Md. and Va., with empty used 
containers and rejected articles in the reverse direction; (2) 
general commodities, with exceptions, from points in Hudson, 
Essex, and Union counties, N. J., Baltimore, Md., and Norfolk 
and Portsmouth, Va., to points in the aforementioned N. C. 
counties, with empty used containers and rejected articles in 
the reverse direction; and household goods and emigrant mov- 
ables, between points in Catawba, Burke, McDowell, and Cald- 
well counties, N. C., on the one hand, and, on the other, points 
in S. C., Tenn., and Va., over irregular routes, traversing Del. 
and W. Va., where necessary. Commissioner Lee, with Com- 
missioner Splawn joining in his expression, concurred in part. 

*MC 61486, Milton J. Zabarsky and Harry D. Zabarsky, 
St. Johnsbury, Vt., common carrier, embracing MC 61486, 
Sub. 2, Same, Extension. Certificate granted, on reconsidera- 
tion, in MC 61486. Continuance in operation (1) general com- 
modities, with exceptions, over regular routes, between specified 
points in Vt., N. H., Me., and Mass., and over irregular routes 
between points in northern Vt., on the one hand, and points in 
R. I., on the other; and (2) household goods, over irregular 
routes (a) between points in northern Vt., on the one hand, 
and, on the other, points in Me., R. I. N. J., and Pa.; and 
(b) between points in Coos and Grafton counties, N. H., on 
the one hand, and, on the other, points in Vt., Me., Mass., Conn., 
R. I. N. Y., N. J., and Pa. In MC 61486, public convenience 
and necessity found to require extension of service as to general 
commodities, with exceptions, between specified points in Vt., 
N. H., and Mass., over regular routes. 


*MC 41610, Sub. 1, James E. Cox, Breckenridge, Tex., ex- 
tension. Certificate denied. Oil field equipment, consisting of 
materials, machinery and supplies incidental to or used in, 
the construction, development, operation and maintenance of 
facilities for the discovery, development and production of 
natural gas and petroleum, between points in described areas 
of Tex., and between points in Tex., on the one hand, and, on 
the other, points in La., and Okla. Commissioner Lee dissented. 
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Railroad Abandonments 


P. R. R. 


By a report and certificate in Finance No. 14412, Pennsyl- 
vania Railroad Co. Abandonment, the Commission, division 4, 
has permitted abandonment by the Pennsylvania of its Blairs- 
ville branch, extending from a junction with the Indiana branch 
of the applicant at Blairsville, to the terminus, in Indiana 
county, Pa., 1.19 miles. 


Reading Co. 


The Commission, division 4, by a report and certificate in 
Finance No. 14425, Reading Co. Abandonment, has permitted 
abandonment by the Reading of a portion of the Helfenstein 
branch in Schuylkill and Northumberland counties, Pa., ex- 
tending from a point west of the junction of the branch with 
the Mine Hill & Schuylkill Haven Railroad to the end of the 
branch, approximately 3.875 miles. 


eA C. 


The Commission, division 4, by a report and certificate in 
Finance No. 14218, Texas Central Railroad Co. et al. Abandon- 
ment, has permitted abandonment by Texas Central, and aban- 
donment of operation by the M.-K.-T., lessee, of a branch line 
of railroad extending from DeLeon to Cross Plains, approxi- 
mately 41.87 miles, in Comanche, Eastland, and Callahan coun- 
ties, Tex. The report said the branch was in a poor state of 
maintenance, and that substantial expenditures must be made 
if operations were to continue. Representatives of three motor 
carriers stated that their firms would be pleased to get the 
business of moving the peanuts now shipped by rail from points 
on the line, it said. A total of 12 employes would be affected 
by the abandonment, the report said, but that applicants ex- 
pected all of them to be given employment on other parts of 
the system. The Commission reserved jurisdiction for two 
years to consider the question of whether conditions should be 
imposed for the protection of employes who might be adversely 
affected. 

S. A. L. 


In Finance No. 14461 Seaboard Air Line Railway Co. and 
Legh R. Powell and Henry W. Anderson, receivers, have asked 
the Commission, without prejudice to their contention that the 
Commission has no jurisdiction, for authority to abandon a 
portion of a track known as the Terra Ceia Spur, extending 
from Fletchers to Terra Ceia, approximately 1.3 miles, in 
Manatee county, Fla. The application said that a canning plant 
at Terra Ceia, that had furnished the major portion of the 
traffic over the part of the track proposed to be abandoned, 
was destroyed by fire in 1942 and rebuilt at another point on 
the Seaboard line. 

P. M. 


By an application in Finance No. 14462, the Pere Mar- 


quette Railway Co. has asked the Commission for authority to. 


abandon its branch line, and operation thereof, extending from 
Remus, Wheatland Township, Mecosta county, Mich., to the 
end of the so-called Weidman branch in Weidman, Sherman 
Township, Isabella county, Mich., 12.99 miles. The application 
said the estimated deficit from operation of the line in the 
period from Jan. 1, 1941, to Oct. 31, 1943, had been $44,213.27, 
and that, based on that experience, it was believed that the 
future operation of the line would continue to be unprofitable. 
There had been no passenger service on the line in the past 
five years, it said. . 

By another application, in Finance No. 14463, the Pere 
Marquette asked permission to abandon its branch line, and 
operation thereof, extending from Clare, Grant Township, to 
the end of the so-called Harrison branch in Harrison, Hayes 
Township, all in Clare county, Mich., 16.58 miles. The esti- 
mated deficit from the operation of this branch, said the Pere 
Marquette, in the period from Jan. 1, 1941, to Oct. 31, 1943, 
had been $56,394.31, and that it believed the future operation 
of the branch would continue to be unprofitable. 


COMMISSION ORDERS 


W-104, Union Barge Line Corp., applications. Effective date of order 
of April 5, 1943, postponed from January 22 to February 22. 

W-694, Portland Tug & Barge Co., contract carrier application. 
Effective date of certificate and order of September 8, 1943, further 
postponed to February 10. 

FF-142, Associated Shippers Carloading, Inc., freight forwarder 
application. Petition of Acme Fast Freight, Inc., for leave to file pe- 
tition for hearing and for postponement of effective date of permit and 
order issued to applicant on October 18, denied. 

1. & S. M-2240, Minimum charges in central territory. Request of 
protestant, Indiana Chamber of Commerce, for oral argument, denied. 


No. 27766, Alden Coal Co. et al. vs. C. of N. J. et al. Reopened for 
reconsideration, 
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W-551, Blaske Lines, contract carrier application. Effective date of 
certificate and order of December 3, 1943, postponed to March 23. 

MC 79774, Vincent J. Sucato, common carrier application. Reopened 
for reconsideration. Orders entered March 16, 1942, and December 3, 
1942, insofar as they denied application, vacated. 

W-825, Grizzaffi Motor Co. applications. Effective date of certificate 
and order of November 1, 1943, postponed to February 24. 

W-514, Baltimore Insular Line, Inc., contract carrier application. 
Effective date of amended certificate and order of July 14, 1943, post- 
poned until further order of Commission. 


PETITIONS FOR REHEARING, ETC. 


No, 21619, Trenton Potteries Co. vs. B. & O. et al. Defendants ask 
Commission to suspend operation of order of November 23, 1931. 

MC F-2164, Joseph Pomprowitz, purchase, John F. Noble. Joseph 
Pomprowitz dba L. C. L. Transit Co., and John F. Noble, dba Noble 
Transit Co., ask for amendment of order of Division 4, issued De- 
cember 2, 1943. 

No. 28864, C. A. Glass Co., Inc., Consolidated Produce Co., Ltd., 
W. W. Crenshaw and Chas. S. Taylor, dba W. W. Crenshaw Co. and 
W. W. Crenshaw vs. Pacific Electric. Defendant asks for reconsidera- 
tion and reargument. 

No. 28904, Safeway Stores, Inc., of Nevada vs. A. T. & S. F. et al. 
Defendants ask for reconsideration of report and order of November 23, 
1943, and for modification of effective date. 

FF-110, Houston Shippers Assoc., freight forwarder application. 
Applicant asks for reconsideration or in alternative further hearing. 

No. 22771 Sub. 1, Falling Spring Lime Co., Inc., vs. P. R. R. et al. 
Defendants ask for vacation of order of division 5, of February 26, 1931. 

No. 28846, Increases in Texas rates, fares and charges. Panhandle 
and Santa Fe Railway Co. asks for reconsideration and modification of 
Commission’s order of December 18, 1942. 

No. 28876, Corporation Commission, State of Oklahoma vs. A. T. 
& S. F. et al. Tex-O-Kan Flour Mills Co., Burrus Mill & Elevator Co. 
of Okla., Texas Industrial Traffic League, and Fort Worth Grain and 
Cotton Exchange ask for reopening and reconsideration of decision of 
December 24, 1943. 

No. 28898, Clarence Brown, et al. vs. A. C. L. Complainants ask for 
reconsideration of order dismissing complaint. 


MOTOR FINANCE CASES 

MC F-2400, Consolidated Bus Lines, Incorporated—Control—Murphy 
Bus Co. Application for authority under section 210a(b)-of Consolidated 
Bus Lines, Incorporated, of Bluefield, W. Va., for temporary operation 
of motor carrier rights and properties of Murphy Bus Co., of War, W. 
Va., denied. 

MC F-2405, Joseph and Albert Rinderman—Control; Beacon Fast 
Freight Co., Inc.—Purchase—Clarence L. Hardy. Application for 4u- 
thority under section 210a(b) of Beacon Fast Freight Co., Inc., of New 
York, N. Y., for temporary operation of motor carrier rights of Clarence 
L. Hardy of Boston, Mass., denied. 

MC F-2407, The National Transportation Co.—Lease—Capitol Motor 
Lines, Inc. Application for authority under section 210a(b) of The 
National Transportation Co. of Bridgeport, Conn., for temporary oper- 
ation of motor carrier rights of Capitol Motor Lines, Inc., of Baltimore, 
Md., granted with conditions. 

MC F-2408, R. J. Acheson and Edward G. Dobrin—Control; Black 
Ball Freight Service—Purchase—Olympic Peninsula Motor Freight 
Company, Inc. Application for authority under section 210a(b) of Black 
Ball Freight Service of Seattle, Wash., for temporary operation of 
motor carrier rights and properties of Olympic Peninsula Motor Freight 
Company, Inc., also of Seattle, granted with conditions. 

MC F-2410, Highway Express Lines, Inc.—Purchase—All Jersey 
Motor Lines, Inc. Application for authority under section 210a(b) of 
Highway Express Lines, Inc., of Philadelphia, Pa., for temporary oper- 
ation of motor carrier rights and properties of All Jersey Motor Lines, 
Inc., also of Philadelphia, granted with conditions. 

MC F-2403, Zeb V. Grubb—Control; Grubb Motor Lines, Incorpor- 
ated—Purchase—J. C. Bankett. Application for authority under section 
210a(b) of Grubb Motor Lines, Incorporated, of Lexington, N. C., for 
temporary operation of a portion of the motor carrier rights of J. C. 
Bankett of Salisbury, N. C., denied. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14341, Grand Trunk Western Rail- 
road Co. et al. Merger, authorizing merger of the properties of the 
Cincinnati, Saginaw & Mackinaw Rail Road Co. into the Grand Trunk 
Western Railroad Co. for ownership, management and operation. Ap- 
proved. 

Report and order in F. D. No. 14422, New York Central Railroad 
Co. Trackage Rights, authorizing acquisition by the New York Central 
Railroad Co. of trackage rights over the line of ‘the Grand Trunk 
Western Railroad Co. at Bay City, Mich. Approved. 

Report and order in F. D. No. 14448, Pennsylvania Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability, as guarantor, in respect of not exceeding $4,155,000 of 
Pennsylvania Railroad equipment trust certificates, series O, to be 
issued by the Fidelity-Philadelphia Trust Co., as trustee, and sold a 
100.739 and accrued dividends in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 14449, Pere Marquette Railway Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $2,220,000 of Pere Marquette 
Railway equipment trust of 1944, 24% per cent serial equipment trust 
certificates, to be issued by the National Bank of Detroit, as trustee, 
and sold at 99.69 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 
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a | River Terminals Applications 

The Commission’s Bureau of Water Carriers and Freight 

_ Forwarders, in a proposed report in W-377, River Terminals 

De- Corporation Applications, has recommended finding the appli- 
cant entitled to continue operation as a common carrier by 

ytd. non-self-propelled vessels with the use of separate towing ves- 

and sels. Making a distinction between two towage contracts, the 
lera- Bureau proposed granting a part, and denying a part, of the 
authority requested. 

t = The authority granted covered commodities generally be- 

‘ tween ports and points along the Gulf Intracoastal waterway 
tion. from New Orleans to Houston and Galveston, inclusive, and 

2. on the Mississippi River from New Orleans to its confluence 

t al, with the Red River, the Red River below its confluence with 

1931 the Black River, the Black River below its confluence with the 

andle Ouachita River, and the Ouachita River below and including 

m of Camden; and cotton, cotton linters, pickings and waste, in 

LT bales, from Caruthersville and Memphis to New Orleans. The 

> Co. Bureau also recommended finding that the applicant had ex- 

. and tended its services to points on the Gulf Intracoastal waterway 

on of from Galveston to Corpus Christi, inclusive, as soon as that 
portion of the waterway was opened for navigation. 

k for In connection with the granted authority, the report cited 
a contract under which River Terminals transported cotton 
owned by its parent company, Anderson, Clayton & Co., of 
Houston, but with towage furnished by American. Barge Line 

urphy Co. The facts showed that the applicant had undertaken to 

dated furnish complete transportation, that it was shown as both 
ration shipper and consignee, and that Anderson, Clayton & Co. had 

r, W. not been shown as a party to the towage contract, the report 

Fast said, adding that the services performed by American Barge 

a es were not subject to the provisions of part III of the act. 

f New On the other hand, the report said applicant had an arrange- 

srence ment with the New Orleans & Vicksburg Packet Co., Inc., 
under which cotton was transported for the parent corporation 

Motor in the cotton season from Vicksburg, Greenville, and Carriola, 

f The to New Orleans. The packet company had protested the appli- 

_ oper: cation with respect to this traffic, it said. As the packet com- 

imore, pany, under the agreement, had complete control of the appli- 

Black | Cant’s barges for northbound movements, and as, on the south- 

‘reight bound movements, it was permitted to and did handle traffic 

Black other than that of the applicant, the Bureau concluded that 

ion of the applicant was not performing transportation from the 

‘reight aforementioned origins to New Orleans, but was merely fur- 
nishing barges used by the packet company in the performance 

on a of the transportation. Applicant, in the opinion of the Bureau, 

; oper- had acquired no grandfather rights by reason of that opera- 

Lines, tion,and its application for authority to perform the service 
should be denied, the Bureau said. 

corpor- 

section 

a 

&;'t | Freight, Ime., Lease 

By a proposed report in MC F-2185, Fay V. Watson, et al— 

Control; Watson Bros. Transportation Co., Inc.—Lease, Freight, 
Inc., Examiner Fabian C. Cox has recommended approval, sub- 
vn Rail- fg ct to condition, of the lease by Watson Bros. Transportation, 

“of the Inc., of Omaha, Neb., of certain operating rights of Freight, 

Trunk § Inc., of Akron, O., and control of said operating rights by Fay 

mm. Ap- @ V. Ray E., and Thomas W. Watson through said lease. 

The agreement of lease and option to purchase covers gen- 
tailroad § eral commodity, regular route operations, between East Moline, 
aa Ill, and Omaha, Neb., between Iowa City and Des Moines, Ia., 
| a via named points; general commodity truckload operations over 
oad Co. | UTegular routes from points on the aforementioned regular 
ligation § Toutes to various Indiana, Illinois, Iowa, and Nebraska points; 
5,000 of and rights to transport washing machines, ironers, including 
, to be accessories and parts, and skids, from Newton, Ia., and such 
sold a+ § refused or rejected commodities in the reverse direction. 
ment of The report said rail carriers in western trunk line terri- 
sii 0s tory and two affiliated motor carriers had opposed the applica- 
ligation tion. As to their contention that Freight, Inc., had virtually 
arquette abandoned the operations it proposed to lease, the examiner 
mt trust § Said while operations had been curtailed, it had maintained 
com nero terminal and agency arrangements and accepted shipments 
nnection 


Whether it was in a position to perform the transportation or 
had to use other carrier facilities. As to protestants’ contention 
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that Watson Bros. would be leasing operating rights partly 
duplicating its own, the report said the Commission had decided 
a number of cases “since the national emergency” and author- 
ized lease of duplicating rights where, as here, motor vehicles 
would be more efficiently used. 

It said that Watson Bros. might not, as a result of the 
lease, transport traffic between Davenport, Bettendorf, Rock 
Island, Moline and East Moline, and Chicago, or between Chi- 
cago and any other points on the East Moline-Omaha route 
that it might not now lawfully transport under its own rights 
— would be expected to govern its future operations accord- 
ingly. 

The examiner recommended, as a condition, that during the 
term of the lease Freight, Inc., in continuing to operate over 
regular routes between Davenport, Bettendorf, Rock Island, 
Moline, and East Moline, on the one hand, and points on its 
retained regular routes east thereof, on the other, should not 
serve the aforementioned points on traffic moving between any 
of those five points. 


Proposed Reports 
Steel Tables, Etc. 


No. 28966, Chicago Table Co. vs. Baltimore & Ohio Rail- 
road Co. et al. By Examiner W. K. Berryman. Dismissed. 
Rates and ratings on steel and wood tables and steel chairs, in 
less than carloads, in official classification territory, found not 
unreasonable. The report said. applicable second-class rates 
had been charged on shipments of tables of wood and steel 
combined with porcelain tops, shipped knocked down, and rated 
second class in Official Classification. Complainants, it said, 
sought the third-class rating applicable on steel tables, knocked 
down, provided in the exceptions to the classification. Com- 
plainants’ chairs had a one-piece steel frame and were shipped 
with seats removed, but with the backs attached, it said, and 
that steel chairs, set up, were rated one and a half times first 
class in the Official Classification. The exceptions provided a 
rating of first class and the applicable first-class rates were 
charged. Complainants sought a rating of second class pro- 
vided by the exceptions on steel chairs, knocked down. As to 
the tables, the report said they were packed in specially de- 
signed frames and were less susceptible to damage than steel 
tables packed in the usual manner. The tables had an approxi- 
mate value of 20 cents a pound and came within the category 
of 12.50 pounds and over for which, the report said, second 
class was prescribed in Furniture, 177 I. C. C. 5, in which, it 
pointed out, it had been noted that the weight of lighter and 
more fragile pieces of furniture would be sufficiently increased 
by the packing necessary for their protection than would be 
the case if they were merely wrapped as some furniture was. 
While complainants, had emphasized the added safety factor 
occasioned by its unusual crating, the report said it might be 
assumed that it benefitted under the graded scale of ratings by 
reason of the added weight and that the method of packing did 
not constitute a specially differentiating transportation charac- 
teristic such as would entitle it to a different rating. Other 
than leaving the backs attached for the convenience of com- 
plainants’ customers, the report said the packing of the chairs 
conformed to the tariff requirements for chairs, knocked down. 
Classification descriptions necessarily were based on general 
conditions, it said, and that removal of backs would reduce the 
bulk of most chairs. The unreasonableness of a rating was not 
established by the failure of an individual to meet the require- 
ments of a more favorable rating, it added. 


Crude Sulphur 


No. 28999, Swift & Co. vs. Alabama Great Southern Rail- 
road Co. et al., embracing No. 28999, Sub. 1, Armour & Co. vs. 
Louisville & Nashville, et al. By Examiners George Hall and 
A. J. Banks. Recommends finding rates assailed on crude sul- 
phur, in carloads, from Newgulf, Tex., to Wilmington and 
Navassa, N. C., applicable and not unreasonable; rate to 


Wilmington unduly prejudicial. Proposes denial of reparation, 
and nonprejudicial rate. Complainants contended that Wilm- 
ington and Navassa were intermediate to Selma, N. C., the 
report said, to which a rate of $6.90 was applicable, as com- 





pared with the collected rate of $9.33, and that the only ques- 
tion to be decided was whether or not the rate to Selma ap- 
plied over the routes used to “the destinations herein,” and 
thence over the Atlantic Coast Line to Selma. The short tariff 
route to Selma was 1,389 miles, the report said, and that over 
the route used by Swift & Co. as far as Pee Dee, S. C., thence 
through Fayetteville, N. C., to Selma, the distance was 1,442 
miles, or 104 per cent. Over the route used as far as Wilming- 
ton, thence back to A. & Y. Junction, thence northwest to 
Fayetteville, thence northeast to Selma, the distance was 1,537 
miles, or 110 per cent, the report said, and pointed out that it 
involved a back haul from A. & Y. Junction to Wilmington, 
one mile, for operating reasons. On this route, it said, Wilming- 
ton as well as Navassa was intermediate to Selma, as they 
were over another route through Contentnea, N. C., to Wilson, 
N. C., 1,489 miles, or 107 per cent, involving a back haul from 
Contentnea to Wilson, 3.2 miles and return, for operating rea- 
sons. The routes to Selma relied on by the complainants were 
not unduly circuitous as compared with the through distances 
from Newgulf, the report said, but that the portion of the 
claimed route from Pee Dee east to Wilmington, 97.3 miles, 
thence norhtwest to Fayetteville, an added 83.6 miles, formed 
two sides of a triangle, whereas the direct route from Pee Dee 
northwest to Fayetteville was only 69.9 miles. The direct 
route, it said, formed less than one side of the triangle. If 
carriers desired to restrict the application of a joint rate to a 
particular route, they should do so in clear and unequivocal 
language, it said, but that where, as here, the long and short 
routes from the point of divergence were parts of the same 
railroad, the element of carrier competition disappeared and 
with it any obvious reason, as far as the record showed, why 
a railroad should incur the expense of specifically prohibiting 
routing over rather absurd combinations of its own lines. The 
routes to Selma through Wilmington and Navassa were not 
natural or logical routes in the absence of definite routing pro- 
visions, it said, and that Wilmington and Navassa could not be 
considered intermediate to Selma over routes over which the 
claimed rate was applicable. After comparing the rate on 
crude sulphur with rates on other products, and their respec- 
tive values, and report said those facts indicated that the 
assailed rate was not unreasonable. As to the allegation of 
undue prejudice, confined to Wilmington, the report said the 
cost of sulphur delivered was an important element in meet- 
ing competition. Defendants had stressed that present rates to 
the allegedly preferred destinations were water-compelled, 
although admitting that coastwise shipping had not been avail- 
able. One of defendants’ witnesses had admitted, it said, that 
under present conditions and ignoring other factors, he knew 
of no reason why the rate to Wilmington should be higher 
than the rate to Selma, and that it was concluded that the rate 
to Wilmington was unduly prejudicial to the extent that it 
exceeded the rate to Selma. Denial of reparation was proposed 
on the ground that there had been no proof of damage due to 
undue prejudice. 


Bolts, Etc. 


No. 29007, C. L. Greeno Co. vs. Mississippi Valley Barge 
Line Co. et al. By Examiners Leonard Way and Claude A. 
Rice. Rates charged for water transportation of 6,626 pounds of 
iron or steel bolts, in barrels, and 38,360 pounds of iron or steel 
clips and ferrules, in barrels and boxes, total 38,360 pounds, 
transported by Mississippi Valley Barge Line Co. from Evans- 
ville, Ind., to New Orleans, La., and by Isthmian Steamship 
Co. to Los Angeles, Calif., arriving subsequent to Aug. 7, 1941, 
unreasonable. Reasonable rate proposed, and that no repara- 
tion be awarded. The report pointed out that a tariff amend- 
ment of Sept. 1, 1939, had removed clips, ferrules, and bolts, 
each of which it said was named in the classification, from the 
list of articles formerly covered by the term iron hardware, 
on which a lower rate had previously been applicable. Clips 
and ferrules had not been shown to be regarded as hooks by 
manufacturers, said the report, and that the evidence was not 
persuasive that they should be so described, and that in the 
eastern classifications clips and related items were described 
as hardware. It pointed out that the defendants maintained a 
rate of 107 cents on clips and ferrules, minimum weight 36,000 
pounds, from Cairo, Ill., to Los Angeles, and said the examiners 
were of the opinion that the water rate from Evansville should 
not exceed the Cairo rate by more than 5 cents. Iron bolts in 
carloads were rated lower than clips and ferrules and should 
not be charged a higher rate than those commodities when the 
three items were transported together in a mixed carload, it 
said. The total combination charges, the report pointed out, 
had been 136 cents. It said the Commission should find the 
assailed rates from Evansville to Los Angeles had been, were, 
and for the future would be unreasonable to the extent that 
they exceeded or might exceed 112 cents, in mixed carloads, 
minimum 36,000 pounds. Neither defendant, it said, could be 
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required to pay reparation, the initial carrier being exempt 
because the commission was not authorized by section 308 to 
award reparation against a water carrier in connection with 
transportation on the Mississippi and Ohio rivers. The inter- 
coastal carrier, it said, had charged for carriage from New 
Orleans to Los Angeles a local rate prescribed as minimum 
reasonable and could not be required to accept less than that 
rate for service performed in the past. 


Lumber 


No. 28979, National Casket Co. vs. Alabama Great Southern 
Railroad Co. et al. By Examiners R. M. Brown and Harold M. 
Brown. Rate on lumber other than pine, in carloads, from 
Natchez, Miss., to Nashville, Tenn., and from the same origin 
to Louisville, Ky., with transit at Nashville, both rates for 
application since Jan. 29, 1943, not shown to be unreasonable 
or otherwise unlawful. Recommends dismissal. The report said 
the complainant had alleged that a rate of 28 cents on the traffic 
described had been unreasonable, unduly prejudicial, and in 
violation of the long-and-short-haul provision of section 4 of 
the interstate commerce act. It said the complainant offered 
no evidence of shipments actually made, but sought reparation 
on all shipments that had been or would be charged a higher 
rate than 23 cents since Jan. 29, 1943, excluding the transit 
charge. The report said the applicable rate, on a correct inter- 
pretation of the involved tariff, both prior and subsequent to 
Jan. 29, 1943, was 28 cents, and that the complainant had been 
deprived of no previously existing right. On the allegation of 
unreasonableness, the report, after describing the revision of 
lumber rates applicable throughout southern territory, effective 
June 17, 1940, and the resulting revision that would be neces- 
sary if Natchez and Nashville were singled out for the purpose 
of revising the lumber rates between those points, said dis- 
ruption of the present adjustment should be required only on 
convincing proof that the present rates were unlawful, and 
compared the 28-cent rate with the rates approved in Adams- 
Bank Lbr. Co. vs. Aberdeen & R. R. Co., 157 I. C. C. 280, 
frequently referred to, it said, as ‘the southern lumber scale.” 
From those comparisons, the report said, it was apparent that 
the 28-cent rate in the two applications involved, was reason- 
able and that the 23-cent rate on through shipments from 
Natchez to Louisville, distances considered, was on a relatively 
low basis. As to the fourth-section allegation, the report said 
the departures complained of were protected by fourth section 
order No. 12751 entered April 22, 1937, as amended, in which 
temporary relief was authorized pursuant to fourth _ section 
application No. 16808. As to the issue of undue prejudice, the 
report said there were no statements in the complaint specify- 
ing the particular elements relied on, but that some evidence 


had been introduced at the hearing. Both complainant and . 


its competitor at Louisville, the report pointed out, could obtain 
lumber direct from Natchez at the 23-cent rate. A finding of 
undue prejudice, if warranted by the record, would be in the 
alternative and this would permit an increase in the Louisville 
rate, the report said, adding that complainant “would seem 
to be arguing against interest so far as the Louisville rate is 
concerned.” In any event, it said, on the showing made a finding 
of undue prejudice was not warranted. 


SEABOARD-GREAT LAKES APPLICATION 


In a proposed report in W-609, Seaboard-Great Lakes Cor- 
poration Common Carrier Application, Examiner Horace W. 
Johnson on further hearing, has recommended that the appli- 
cant be found not to have been in bona fide operation on Jan. 
1, 1940, as a common carrier by water, in the performance of 
transportation subject to provisions of part III of the inter- 
state commerce act. He also recommended finding that pres- 
ent or future public convenience and necessity had not been 
shown to require such operations. The examiner said that the 
applicant’s performance history since 1940 offered nothing in 
the way of proof that the public needed its services, or that 
existing facilities were inadequate. 


BRODIN MOTOR PURCHASE 


Examiner Frank A. Clifford, in a proposed report in MC 
F-2242, L. C. Matthews—Control; Matthews Freight Service, 
Inc.—Purchase—Albert P. Brodin, has recommended denial of 
the application of Matthews Freight Service, Inc., of Grand 
Rapids, Minn., for authority to purchase the operating rights 
of Albert P. Brodin, doing business as Lake of the Woods 
Transfer Co., and L. C. Matthews for authority to acquire con- 
trol of said operating rights through said purchase. The pro- 
posed agreement covered authority to transport general com- 
modities wholly within Minnesota over regular routes between 
Duluth and International Falls, and between Virginia and 
Winton, via Aurora, serving all intermediate points and the 
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off-route point of Ranier. Certain intrastate rights were also 
involved in the agreement. 


RISS & CO. MOTOR RIGHTS 

Examiner U. E. Conlon, in a proposed report in MC-200, 
Riss & Co., Inc., Common Carrier Application, has recom- 
mended modification of the prior report, 21 M. C. C. 521, so 
as to authorize the applicant to serve St. Louis, Mo., unre- 
stricted, as an intermediate point in connection with the author- 
ity already granted to transport general commodities, except 
livestock, between Oklahoma City, Okla., and Chicago, IIL, 
over a specified route. ; . 

The examiner pointed out that in the prior report Riss & 
Co. had been granted authority to serve St. Louis as a desti- 
nation point only. He said that, by purchase, Riss & Co. had 
acquired authority enabling it to serve St. Louis as either an 
origin or destination point on traffic moving to or from Kansas 
City and points on its routes south and southwest thereof. 
Also, he said, it was clear from the evidence that the company 
had not only held itself out to transport freight to or from 
St. Louis, but had actually rendered service to the extent de- 
manded by its shippers since prior to the statutory date. 

The routes under which it might now pick up shipments 
at St. Louis moving through the Kansas City gateway to the 
south, he said, were circuitous and not as practical an opera- 
tion as over its other route. 


JAMES HUGHES WATER RIGHTS 


Examiner Morris H. Konigsberg, in a proposed report in 
W-463, James Hughes, Inc., Common Carrier Application, has 
recommended modification of the prior report, 250 I. C. C. 813 
(not printed in full), and that the applicant should be found 
entitled to continue operation as a common carrier by non- 
self-propelled vessels with the use of separate towing vessels 
in the transportation of commodities generally, between ports 
and points along the Atlantic coast and tributary waters, from 
Maine to Virginia, Long Island Sound, and on the Hudson 
River, and between such ports and points and those in the 
area defined in the Commission’s order in Ex Parte 140, Deter- 
mination of the Limits of New York Harbor and Harbors Con- 
tiguous Thereto. 

The effect of the examiner’s recommendations was to elimi- 
nate the New York state barge canal system, on the ground 
that, since 1938, applicant had not owned any boats that could 
be operated on the canal system and had performed no trans- 
portation in its own equipment on the system in the critical 
period. The prior report also authorized authority along the 
Atlantic coast from Maine to South Carolina, instead of from 
Maine to Virginia, as in the proposed report. 

As to applicant’s claim to a permit under section 302(e) 
of the act, based on the fact that it had chartered its vessels 
on a per diem basis, the examiner said that all of the compa- 
nies included in the chartering operations, except one, had filed 
applications for authority to operate as carriers by water and 
that furnishing of vessels to such carriers did not come within 
the definition of a common or contract carrier. He also pointed 
out, as to one shipper, that authority to operate as a common 
and contract carrier would make possible discriminatory prac- 
tices. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
*he order has been stayed or postpened by the Commission. State 
mn which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Pennsylvania (Bristol)—MC 33571, Sub. 2, Supreme Mo- 
tor Freight Lines, extension. Denial of certificate proposed. 
Tallow, cocoanut oil, fatty acids and other articles that may 
be used in the manufacture of soap, from Newark, N. J., and 
Points within a 50-miles radius thereof to Radcliffe Street, 
Bristol, N. J., over irregular routes. 

New York (Brooklyn) —MC 96520, Henry Lichter, common 
carrier. Denial of certificate proposed. Passengers and their 
baggage, in special or charter operations between New York, 
N. Y., on the one hand, and points in Sullivan and Ulster coun- 
ties, N. Y., on the other, using routes in N. J. for convenience. 

New York (New York)—MC 101219, Sub. 8, Merit Dress 
Delivery, Inc., extension. Certificate proposed. Garments, and 
materials and supplies for the manufacture thereof, between 
New York, N. Y., and Brockton, Mass., over a prescribed route. 

Tennessee (Johnston City)—-MC 16424, Sub. 8, Ferguson 
Transfer Co., Inc., extension. Certificate proposed. Household 
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goods, between Johnston City, Tenn., and points within 10 miles 
thereof, on the one hand, and, on the other, all points in Del., 
Fla., Miss., R. I., and La., over irregular routes. Proposed also 
that holding by applicant of certificate, and permit in MC 52569, 
be found consistent with the public interest. 

New Jersey (Newark)—MC 12278, Motor Freight Broker- 
age Corporation, broker. License proposed. Operation as a 
broker, in arranging transportation by motor vehicle, at New 
York, N. Y. Boston, Mass., Newark, N. J., Philadelphia, Pa., 
New Orleans, La., Chicago, Ill., and San Francisco, Calif., of 
general commodities, with exceptions, between points in the 
United States. 

Nebraska (Norfolk)—-MC 29592, J. H. Busskohl and Carl 
A. Busskohl, extension. Certificate proposed. Passengers and 
their baggage, express, and newspapers, between specified points 
in Neb., over specified regular routes, serving all intermediate 
points and the off-route point of Brunswick, Neb. 


Soybeans, Illinois to Indiana 


Nine respondent railroads in No. 28667, Central Soya Co., 
Inc. vs. Alton Railroad Co. et al., have petitioned the Commis- 
sion for rehearing, reconsideration, reargument, and postpone- 
ment of the effective date of the order in that proceeding. They 
had made an earnest but unsuccessful effort to reach an 
agreement with the eastern lines respecting the factors to 
be published on the involved traffic for service west and east 
of the rate-break points, said the petitioning railroads. They 
asked a rehearing to permit them to introduce evidence that 
would “enable the Commission to prescribe just and reasonable 
factors east and west of the junctions which, when added to- 
gether, will equal whatever maximum through rates may finally 
be prescribed in this case.” They believed the western factors 
to be not unreasonable, they said, and that if it was assumed 
that the combination through rates were unreasonable, the 
wrong should be corrected by an order directed to the carriers 
publishing the eastern factors. 


In that proceeding, the Commission, division 2, found the 
assailed rates on soy beans, in carloads, from points in Illinois 
to Decatur, Ind., unjust and unreasonable, unjustly discrimina- 
tory, and unduly prejudicial to the complainant and unduly 
preferential of its competitors. It found the rates were, and 
for the future would be, unreasonable to the extent that they 
exceeded, or might exceed, the rates at present in effect on 
grain products, or 25 per cent of the first-class rates for cor- 
responding distances in appendix E of the report in Eastern 
Class Rate Investigation, whichever were lower (see Traffic 
World, Dec. 4, p. 1375). 


The railroads said they believed the Commission had been 
unduly influenced by the loss of the transit billing, to the extent 
of the reduction in weight due to the extraction of oil in process- 
ing soybeans. The division, said the railroads, had apparently 
introduced into the process of state regulation the “novel prin- 
ciple that a loss of transit billing arising from operations at 
a transit house must be compensated in the rates published 
by the inbound carriers for the transportation of the raw 
materials. . . .” The effect of this principle applied to a 
90,000-pound car originating at a point from which the Com- 
mission had prescribed a five-cent reduction, said the roads, 
was to give the complainant a reduction in transportation costs 
to New York, as an example, amounting to $9 a car, “at a cost 
to the carriers west of Decatur, Ind., of $45 per car.” 

The roads objected to the decision in that, they said, it 
gave almost controlling weight to the rates on grain products 
from points in Illinois to C. F. A. Territory and in prescribing 
those rates as one of two ceilings not to be exceeded. Pro- 
portional rates were not proper standards for the determina- 
tion of maximum reasonable rates on soybeans from country 
origins to a processing point, said they; that the history of the 
rates on grain products militated against their use as stand- 
ards of maximum reasonable rates on soybeans; and that their 
depressed character should preclude their employment as a 
standard. To the other prescribed ceiling, 25 per cent of the 
rates for the distances set forth in the appendix to Eastern 
Class Rate Investigation, supra, the roads pointed out that 
this basis was equivalent to 23 per cent of the current first-class 
rates and that the best standard of maximum reasonable rates 
was the basis approved for Official Territory by the Commis- 
sion, which, they said, was 27.5 per cent of first-class rates. 

The roads also said that the Commission had failed to 
give weight to the fact that a great portion of the complainant’s 
soybeans were obtained from Chicago and that, where soybeans 
originated in the central or southern part of the state, movement 
via Chicago involved much greater hauls than the short-line 
routes, and that when soybeans were stored in certain Chicago 
elevators, terminal charges amounting to more than $20 a car 
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must be absorbed by the carrier transporting the cars into that 
city. 

The petitioning roads said the great majority of the as- 
sailed rates were combinations, made principally over Chicago, 
Peoria, and St. Louis. They had made an earnest but unsuc- 
cessful effort to reach an agreement with the eastern lines 
respecting the factors to be published for service west and east 
of the rate-break points, said they, and that the eastern lines 
demanded a rate prorate based on the rates to Chicago and 
the reshipping rate of 14 cents east thereof. An appendix 
showed that the “remainder for lines to Chicago” of the present 
combination rates via Chicago, from 26 Illinois origin points, 
ranged from 6.2 cents to 11.5 cents a hundred pounds. The 
use of the relatively high reshipping rate as a prorating factor 
produced “the patently unfair results shown in the appendix,” 
said the roads, adding that the relation of the factors would be 
the same if the maximum through rates prescribed by the 
Commission had been higher. 

“Elementary fairness, we believe, requires that the Com- 
mission fix the rate factors to and from the rate-breaking 
points,” said the carriers. “In cases involving reparation the 
‘Commission has recognized that a carrier should not be required 
to respond in damages for a wrong committed by another car- 
rier, and where combination rates were involved has made 
findings showing the extent to which it deemed particular 
factors excessive.” The principle recognized by the Commis- 
sion in reparation cases should. have equal application in cases 
involving rates for the future, said they. 

The Commission, by Commissioner Alldredge, by an order 
in No. 28667, has modified its order of Nov. 23, 1943, to become 


effective May 1, on not less than 30 days’ notice, instead of 
March 1. 


Allied Van Lines Application 


Examiner W. T. Croft held a reopened hearing at Chicago, 
beginning January 24, in MC 15735 and Sub. 1, Allied Van 
Lines’ applications for authority to operate as a common car- 
rier of household goods between points in the United States 
under the grandfather and public convenience and necessity 
clauses of the act. 

The last hearing was held in 1939 by Examiner B. Fried- 
man, who in 1940 recommended denial of the applications on 
the grounds Allied had failed to establish that its operations 
were those of a common carrier, that it apparently was only 
“an arm” of the National Furniture Warehousemen’s Associa- 
tion, and that Allied did not have sufficient control over the 
activities of its agent carrier members (see Traffic World, 
Oct. 5, 1940, p. 797). The Commission reopened the case at 
the request of Allied in the spring of 1941, but after that time 
proceeded to act in MC F-1775, Allied’s application for approval 
of a merger or “pooling” arrangement among the more than 
350 members of Allied. The Commission recently entered an 
order denying that pooling application, and other household 
goods carriers filed suit in district court in the District ‘of 
Columbia, December 7, 1943, asking that the court direct the 
Commission forthwith to determine Allied’s grandfather claims. 

Ernie Adamson, Pittsburgh, counsel for the W. J. Dillner 
Transfer Company and other carriers, recently asked the Sen- 
ate’s interstate commerce committee to postpone action on the 
reappointment of Commissioner Rogers, on the ground Mr. 
Rogers had delayed for an unreasonable time the determination 
of Allied’s claims (see Traffic World, Jan. 22, p. 234). On 
January 11, the federal government filed an anti-trust suit 
against Allied in district court at Chicago, charging that Allied, 
the furniture association, and Allied members and officers had 
since 1928 monopolized or sought to monopolize interstate trans- 
portation of household goods (see Traffic World, Jan. 15, p. 141). 

Appearances were entered at the hearing by the following: 


John R. Turney, Edwin Roemers and J. A. Velde for applicant; 
William R. Kueffner, special assistant to the Attorney-General, for the 
anti-trust division of the Department of Justice; Wilmer A. Hill, John 
F. Ivory Storage Company; Mr. Adamson; Wilbur LaRoe, Jr., and 
Nathan Zelby, Independent Movers and Warehousemen’s Association; 
J. A. Madden and Larry Dugan, for the western railroads; F. C. Culkin, 
for Official Territory railroads; Leo P. Kitchen, United Van Lines and 
Delcher Brothers Storage Company. 


Witnesses testifying for Allied this week included M. H. 
Kennelly, president, Werner Brothers-Kennelly Company, Chi- 
cago, and president of the Allied corporation; Roscoe Carnrike, 
president, Binyon-O’Keefe Fireproof Storage Company, Ft. 
Worth, Tex., and a director of Allied; E. S. Pipes, assistant to 
general manager for Allied, Chicago; several accountants and 
statisticians for the corporation, and a number of traffic man- 
agers for industrial companies. The latter witnesses testified 
that their companies frequently transferred employes among 
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their branches, employed Allied or its agents to transport the 
household goods of such employes, and had a continuing need 
for the efficient services which, they said, Allied maintained. 
The other witnesses testified about various aspects of Allied’s 
operations and the services of Allied agent carriers. Generally, 
they testified that there had been no change in such operations 
and services since the time of the 1939 hearing. Mr. Pipes said, 
however, that following the adverse proposed report of 1940, 
the corporation had sought to make it more clear that Allied 
controlled the -trucks owned by the agents, by entering into 
written leases covering each truck owned by the agents and 
used for transportation of household goods under Allied bills 
of lading. The witness and Mr. Turney said they believed that 
Allied’s control had been adequate for purposes of obtaining 
operating authority in former years when “oral leases” of the 
trucks were entered into by agents and Allied, but began the 
practice of signing lease contracts in order to establish as legal 
such control that appeared to others to be questionable. 

Mr. LaRoe sought to show by cross-examination that the 
lease contracts meant “nothing except” that the agents would 
“Jet Allied shipments move if the agents had vehicles avail- 
able.” Pointing out that the leases of the trucks ran for one- 
year periods, he asked whether or not Allied had ever used 
such a truck for an entire year. Mr. Pipes said he did not know 
the answer to the question, and did not know the average length 
of time such trucks were used to haul shipments moving under 
Allied bills of lading. Mr. LaRoe, Mr. Keuffner, and others 
sought to show, also, that though shipments moved under Allied 
bills of lading, the agents actually assumed responsibility for 
such movements and led their customers to believe the agents, 
rather than Allied, had that responsibility. Mr. Kennelly ad- 
mitted that Allied agents very infrequently transported ship- 
ments for more than 100 miles under their own bills of lading; 
that only members of the furniture warehousemen’s association 
were eligible to join Allied; that all Allied members engaged 
in warehousing to a large extent. Mr. Kennelly and Mr. Carn- 
rike said they did not know what percentage of their companies’ 
total gross revenues were derived from interstate trucking and 


what per cent from warehousing and local cartage operations.. 


That other court action might be brought in the matter 
became evident, January 26, when Mr. LaRoe made the fol- 
lowing announcement: 


I should like to inform our friends that, to the extent this record 
shows that any agent of Allied has discontinued handling interstate 
commerce on his own responsibility, we intend to take appropriate 
action looking toward revocation of any such certificates for non-users. 


He said he would take such action either before the Com- 
mission or the federal court. He said, further, that he had 
learned that the Public Utilities Commission of Ohio had sent 
an important communication to the government saying that, to 
an extent, regulation ‘is breaking down in Ohio because so 
many carriers without certificate rights are operating in Ohio 
and through Ohio under the cloak of Allied Van Lines’ author- 
ity.’ He said that unless the Ohio commission “voluntarily 
produces a witness having knowledge of this communication, a 
subpoena will be requested.” 

Counsel for the parties agreed to accept Mr. Carnrike’s 
testimony as typical for other Allied agents. This stipulation 
among counsel, made in the interest of saving time, led those 
present to believe the hearing might end this week. 


TRAFFIC AT TEXAS PORTS 


Two petitions have been filed with the Commission concern- 
ing the grouping or equalization of the ports of Houston, Gal- 
veston, and Texas City, Tex. 

Southwestern respondent railroads in No. 17000, Rate Struc- 
ture Investigation, Part 9, Livestock—Western District Rates, 
have asked the Commission to reopen the proceeding and to recon- 
sider and modify its findings and order in that proceeding. A 
similar petition of the carriers was denied by the Commission 
in October (see Traffic World, Oct. 17, p. 923). 

The railroad also filed an amended petition in No. 12358, 
Western Horse and Mule Rates, asking the Commission to re- 
consider and modify the decision of July 24, 1923, 195 I. C. C. 
449, to permit grouping of the aforementioned ports on the basis 
of Houston’s distance plus 15 miles beginning at 150 miles from 
Houston on interstate domestic traffic to the same extent that 
they publish such grouping in connection with water-borne 
traffic. The earlier petition was filed at the same time as the 
petition denied by the Commission in No. 17000 and requested 
the same modifications. 


CHANGES IN DOCKET 


Hearing No number, January 24, Washington, D. C., before Exam- 


iner Hall, instead of Division 2. 
Hearing MC 31044 Sub. 5, January 29, Brooklyn, N. Y., canceled. 


Janu: 


is tk 
pens 
with 
Bur 
atte 
ture 
yeal 
whic 
tion 
pref 


ren 


trac 


in 1 






one- 
used 
now 
ngth 
nder 
thers 
llied 
7 for 
ents, 
ry ad- 
ship- 
ding; 
ation 
aged 
~arn- 
nies’ 
y and 
tions. : 
jatter 
> fol- 


record 
rstate 
priate 
‘users. 


Com- 
> had 
1 sent 
at, to 
ise so 
Ohio 
ithor- 
tarily 
ion, a 


irike’s 
lation 
those 


ncern- 
1, Gal- 


Struc- 
Rates, 
recon- 
ing. A 
nission 


12358, 
to re- 
i Ove 6 
e basis 
s from 
nt that 
*-borne 
as the 
yuested 


e Exam- 


anceled. 





January 29, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such:orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2361, the Commission has suspended from 
Jan. 21 until Aug. 21 the operation of certain schedules pub- 
lished on 13th revised page 10 to tariff MF-I. C. C. No. 6 of 
Consolidated Freightways, Inc., Portland, Oreg. The suspended 
schedules propose to increase from 27 to 50 cents, certain 
minimum charges a shipment applicable in connection with 
rates for distribution service on pool shipments of merchan- 
dise at specified distributing points in California, Idaho, Minne- 
sota, Montana, North Dakota, Oregon, Washington, and Wis- 
consin. 

In I. and S. M-2362, the Commission has suspended from 
Jan. 22 until Aug. 22 the operation of certain schedules pub- 
lished in tariff MF-I. C. C. No. 4 of Salvatore J. Squatrito, do- 
ing business as United Trucking Company, Hartford, Conn., 
and the operation of supplement No. 2 to tariff MF-I. C. C. 
No. 76 (Agent Earle C. Doebener Series) of Eastern Motor 
Freight Conference, Inc., Agent, West Hartford, Conn. The 
suspended schedules propose to increase commodity rates on 
cotton, cotton waste, and related commodities, in compressed 
bales, between Boston, Mass., and points taking same rates, 
and Hartford, Conn., and points taking same rates. The fol- 
lowing is illustrative: The present rate up to 4,999 pounds is 
33 cents; minimum 5,000 pounds, 25 cents. The proposed rate 
for shipments under 12,000 pounds would be 34 cents; minimum 
12,000 pounds, 28 cents. 

In I. and S. No. 5282, the Commission on its own motion, 
has suspended from Feb. 1 until Sept. 1, the operation of 
schedules as published in supplement No. 50 to Norfolk & 
Western Railway Co.’s tariff I. C. C. No. 3199-B. The suspended 
schedules propose to reduce, over certain routes, the rate on 
coke, in carloads, from Ironton, O., to West Henderson, Ky., 
without observing the provisions of section 4 of the interstate 
commerce act. 


Truck Tariff Protest 


“About the only unobjectionable portion of this publication 
is the ‘Explanation of Abbreviations,’” says a petition for sus- 
pension of Lee Brothers, Inc., tariff MF-I. C. C. No. 9, filed 
with the Commission by the Central States Motor Freight 


Bureau. The tariff, says the protest, is “one of the most vicious. 


attempts at sabotaging the motor common carrier rate struc- 
ture that has appeared in the Commission’s files in recent 
years.” It “proposes rates, rules, regulations and practices 
which are in direct contravention of the national transporta- 
tion policy in that it is filled with unjust discriminations, undue 
preferences and advantages, and constitutes a most destructive 
and unfair competitive practice,” it says. The tariff is sched- 
uled to go in effect February 5. 


The protest says the tariff contains an item providing for 
the application of the named rates “from one or more places 
within the origin city to one or more places in the destination 
city.” The item, it adds, provides that the first two pick-ups 
and the first two deliveries are to be made without charge, but 
that a charge shall be made for subsequent pick-ups and de- 
liveries. The effect of such rule, it contends, will be to make 
truckload out of less-truckload rates. “There is not one truck- 
load rate named in this tariff,” the protest says. It says that 
Lee Brothers, Inc., owns few of the vehicles operated by it 
and that owner-operators are paid a percentage of the charges 
collected based on the volume of freight they move. The real 
concern of Lee Brothers, it adds, is “the receiving of a great 
mass of traffic, since they take a percentage of whatever the 
gross charges are.” As long as Lee Brothers, Inc., is “able to 
secure owner-operators who, through desperation or otherwise, 
are foolish enough to haul at these low rates,” it will increase 
its “ ‘take’ more in proportion to the tonnage handled than to 
the actual rate per hundredweight.” Lee Brothers, Inc., the 
petition adds, ‘do not care what the rates are if they are able 
to secure owner-operators to haul the freight at a percentage 
of the charges.” The extent to which Lee Brothers, Inc., does 
business through the use of owner-operated vehicles, it says, 
is shown by its maintenance expense for the first nine months 
of 1943, which was $32,653, as compared with net operating 
rents paid of $136,496. It contends that the tariff “is rather 
obviously an attempt to transfer previously unattackable con- 
tract rates into a common carrier tariff.” 


The petition contends that institution of the reduced rates 
by Lee Brothers, Inc., would harm other carriers in the area 
In which that company operates (Illinois, Indiana, New York, 
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Ohio and Pennsylvania, and the lower peninsula of Michigan), 
because, under O. D. T. general order No. 3, Lee Brothers’ 
traffic may be diverted to vehicles of other carriers not loaded 
to capacity, with the other carriers required to protect the 
Lee Brothers’ rates. “Astute shippers” would be aware of that 
fact and would tender their traffic to Lee Brothers, it says. No 
definite statement to that effect could be made in advance, it 
continues, but industries with “informed traffic departments 
of considerable size would certainly become aware of the po- 
tentialities inherent in respondent’s tariff.” 

In addition to radical reductions in rates and minimum 
weights, the petition charges, the tariff proposes a minimum 
charge of $1.03, as compared with $1.05 recommended by the 
examiner in the Central Territory minimum charge case, Docket 
M-2240, and the $1.25 sought by truckers in that case; pro- 
poses a charge of $2.75 for stoppage in transit for partial load- 
ing and unloading, compared with existing competing charges 
of $5.83, and proposes a charge of 10 cents for C. O. D. collec- 
tions of $200 and under and of 15 cents for all collections over 
$200, compared with truck C. O. D. charges ranging from 30 
cents for $5 or less to $3.79 for each $1000, and rail C. O. D. 
charges ranging from 18 cents for $2.50 and under to $3.25 for 
each $1000. 


Freight Forwarder Statistics 


The Commission’s Bureau of Transport Economics and 
Statistics has published the first summary of selected financial 
and operating statistics compiled from annual reports of freight 
forwarders reporting to the Commission, statement No. 443, 
for the year ended Dec. 31, 1942. 

The bureau said that annual reports containing complete 
information had been received from 76 forwarders, 51 having 
annual gross revenues of $100,000 or more, and 25 having annual 
gross revenues of less than $100,000. The compilation showed 
total revenues for forwarders having annual gross revenues of 
more than $100,000 as $161,085,492. These forwarders showed 
purchased transportation of $128,962,443, and total operating 
revenues of $32,123,049. Operating expenses and taxes, other 
than income taxes, were shown as $28,959,455, with revenues, 
less expenses and taxes other than income taxes, from forwarder 
operations of $3,163,594. Those forwarders reporting “provision 
for income taxes” showed a total of $928,075, according to the 
compilation. 

Forwarders having annual gross revenues of more than 
$100,000 had 5,784 employes, while those reporting revenues of 
less than $100,000 had 81 employes. 

The 25 forwarders having less than $100,000 in annual 
gross revenues reported $1,545,718 in total revenue, and trans- 
portation purchased of $1,153,955, with total operating revenues 
of $391,763. Operating expenses and taxes, other than income 
taxes, were shown as $322,875, and revenues, less those items, 
as $68,888. 

The bureau said that Acme Fast Freight, Inc., and affiliated 
companies, National Carloading Corporation, and Universal 
Carloading & Distributing Co., Inc., the three largest companies, 
had total revenues in 1942 of $128,837,275. This, it said, was 
79.4 per cent of the forwarder revenue of all reporting com- 
panies. It said there were 8 other companies having annual 
forwarder revenue above $1,000,000, with a total of $17,536,139, 
making a combined total for the 11 largest companies of 
$146,373,414, or 90.3 per cent of the forwarder revenue of the 
76 reporting companies. The bureau said that, of the 51 larger 
forwarders, 17 had shown deficits in net income for 1942. 


TRANSPORTATION OF EXPLOSIVES 


The Commission, division 3, by an order in No. 3666, In 
the Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, effective Jan. 19, has amended cer- 
tain paragraphs of its regulations applying to shippers of methyl 
bromide. The effect of the order is to require that “outage must 
be sufficient to prevent tank car from becoming entirely filled 
with liquid at the following temperature: Spec. 104A, at 105° 
F., spec. 106A500, at 130° F.” 


HAYES FREIGHT LINES LOAN 


Coincidentally with its filing of an application in MC F-2425 
for authority to execute a chattel mortgage to assure the pay- 
ment of a loan of $252,000 for the purpose of obtaining working 
capital, Hayes Freight Lines, Inc., of Mattoon, IIl., filed a mo- 
tion with the Commission for dismissal of the application on the 
grounds that the proposed chattel mortgage was not a security 
within the meaning of section 20a or section 214 of the act and 
that, therefore, the Commission had no jurisdiction over execu- 
tion of the chattel mortgage. 

According to the application, the applicant, on June 3, 1943, 
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executed a chattel mortgage to Walter E. Heller & Co. in the 
amount of $104,012, of which $70,012 remained unpaid as of 
January 17. As of that date, also, the applicant owed to Wal- 
ter E. Heller & Co. $29,988 on a chattel mortgage executed Jan- 
uary 10, 1944, and payable in 60 days from that date, the appli- 
cation showed. It said the proceeds of the proposed loan would 
be used to satisfy the obligations to Heller & Co. and that there- 
after there would be available $148,000 that it proposed to use 
for “working capital and for the payment of certain of its pres- 
ently outstanding obligations.” Under the proposed chattel 
mortgage, the final payment would be made February 15, 1946. 
The application included, as an exhibit, an opinion by counsel 
for the applicant that the chattel mortgage in question would 
not be a security within the meaning of the sections cited, “in 
view of the fact that the obligation is to be evidenced by a 
chattel mortgage alone, unaccompanied by a note or other evi- 
dence of indebtedness.” Applicant’s counsel cited in support of 
that opinion the Commission’s decision in Lehigh Valley Rail- 
road Co., Conditional Sales Contract, 233 I. C. C. 359. 


EXPORT RATES ON GOVERNMENT TRAFFIC 
Word was received at the offices of the Transcontinental 
Freight Bureau, Chicago, January 25, that government agen- 
cies had agreed to accept substantially the terms for the appli- 
cation of westbound transcontinental railroad rates on govern- 
ment export traffic contained in a proposal submitted last 
October and discussed at a meeting in Washington, January 
15 (see Traffic World, January 22, 1944). The bureau, it was 
said, would immediately begin casting the terms in a formal 
section 22 agreement for signature by the proper government 
officials. Such action will terminate a controversy of many 
months standing and will probably result in the termination 
of the Commission’s investigation in the matter, instituted at 
the petition of the Office of Defense Transportation, Docket 

29006, now set for hearing at Washington, February 21. 


CONSOLIDATED FREIGHT CLASSIFICATION 

Secretary Bartel, of the Commission, has issued a notice to 
the parties in No. 28310, Consolidated Freight Classification, 
that the date on which replies to any exceptions to the report 
proposed by Examiners Carter and Koebel would be due was 
extended to March 15. As stated in the notice of Dec. 31, 1943, 
the secretary said, the date on which exceptions to the report 
would be due was Feb. 15. 


FREIGHTWAYS POOLING AGREEMENT 

Secretary Bartel, in a ‘memorandum to the press” Janu- 
ary 20, announced that division 3, in MC F-2015, Freightways 
et al—Pooling, had denied the application of parties to that 
proceeding for approval of an agreement for pooling or divi- 
sion of traffic, service or earnings. 

The applicants, according to the memorandum, were: Con- 
solidated Freightways, Inc., of Portland, Ore.; Pacific Inter- 
mountain Express Co., of Salt Lake City, Utah; Salt Creek 
Freightways, of Casper, Wyo.; Savage Transportation Co., of 
San Francisco, Calif.; Union Transfer Co., dba Union Freight- 
ways, of Omaha, Neb.; Effie May Russell, dba Russell Freight- 
ways, of Casper; O. J. Mitchell, dba Mitchell Freightways, of 
Portland, and Freightways, of Salt Lake City. 

Secretary Bartel said that the report by division 3 in this 
proceeding included the following: 


Where, as here, the parties have been lax in prosecuting the appli- 
eation and have failed to sustain their burden of proof by submitting 
data necessary to permit us properly to consider the issues and to 
make the required statutory findings, we have no alternative but to 
deny the application. 


NEW HAVEN REORGANIZATION 


Three groups, parties to the proceeding in Finance No. 
10992, New York, New Haven & Hartford Railroad Co. Reor- 
ganization, have filed objections with the Commission, chal- 
lenging its authority to file a further supplemental report or 
plan with the federal court for the Connecticut district, as 
requested by that court in an opinion, in which it found illegal 
certain provisions of the plan approved by the Commission’s 
fourth supplemental report and order. 

The groups said the court had postponed hearing in the 
proceeding because the Commission had indicated that it would 
file such a supplemental report. They maintained that the 
court could only approve or disapprove a plan of reorganiza- 
tion and, in the event of reorganization, return it to the Com- 
mission for further consideration of such suggestions as the 
court might make. Until this was done, the groups objected 
to the filing of any supplemental report with the court, con- 
tending that the Commission had no authority under the bank- 
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ruptcy act to do so, but must await return of the plan by the 
court. 

The objections were filed by the Institutional Group for 
Boston Terminal Bonds; Webster & Atlas National Bank of 
Boston; and Mutual Savings Bank Group Committee. 


MILWAUKEE REORGANIZATION 


Darragh A. Park, as chairman of a group of holders of the 
debtor railroad’s adjustment mortgage bonds, has filed a peti- 
tion with the Commission in Finance No. 10882, Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. Reorganization, asking 
for modification of the reorganization plan approved by the 
Commission December 6, 1943, by the insertion of a provision 
that payments from earnings of the debtor in 1941, 1942 and 
1943 to creditors receiving the series A perferred stock in the 
new company “shall for all purposes of the plan be deemed to 
have been dividends paid on the series A preferred. stock at the 
rate of 5 per cent per annum in respect of each of said three 
years.” 

The petitioner said that by reason of the change of the 
effective date of the reorganization plan from January 1, 1940, 
to January 1, 1944, there might have been created a mora- 
torium of not less than three years on the payment by the re- 
organized company of any dividends on its common stock or of 
any participating dividends on its preferred stock and on opera- 
tion of the new debt retirement fund to be established under the 
new plan. The petitioner asked for clarification of the Com- 
mission’s order or modification of the plan “so as to give appro- 
priate relief from the consequence of what is believed to have 
been an inadvertence.” 

Trustees of the Milwaukee Road have been authorized by 
the federal district court at Chicago to seek Commission per- 
mission to issue $7,260,000 in equipment trust certificates, series 
X, and to solicit bids for the purchase of the certificates. The 
trustees said the trust would represent 75 per cent of the cost 
of the following new equipment needed by the railroad: Ten 
4-8-4 steam locomotives; six 5400-horsepower diesel freight 
locomotives; one 200-ton capacity wrecking derrick; 1000 40- 
foot, 50-ton steel box cars; 500 50-foot, 50-ton steel box cars; 
35 70-ton gondola cars; 25 steel cabooses. They said they 


— use cash to meet the other 25 per cent of the purchase 
cost. 


FINANCE APPLICATIONS 


MC F-2424, John W. Burris, of Milford, Del., asks authority to 
purchase certain operating rights of Southern Motor Transfer Corpora- 
tion as a contract carrier for Great Atlantic & Pacific Tea Co., and 
temporarily to operate. 

Finance No. 14458, Guy A. Thompson, trustee, St. Louis, Browns- 
ville & Mexico Railway Co., asks for authorization of operation by 
means of trackage rights over the tracks of the Gulf, Colorado & Santa 
Fe Railway Co., between Algoa and Houston, Tex., for a primary 
period of six years from and after the date a system of centralized 
traffic control, with interlocking switches, between Algoa and Houston, 
and second main track between Algoa and Alvin, are installed and 
placed in operation, and thereafter until terminated by one year’s writ- 
ten notice. Approximate mileage, 24.32. 

MC F-2426, Anderson Motor Service Co., of St. Louis, Mo., asks 
authority to purchase certain operating rights of Standard Freight 
Lines, Inc., of Chicago, Ill. 

MC F-2427, P. A. Kelly, Jr., C. H. Smith and Mrs. Leila Mae 
McCrary, administratrix, dba Kelly Motor Lines, of Sumter, S. C., 
ask authority to lease certain operating rights of M. D. Hicklin Motor 
Trucker of Columbia, S. C., and temporarily to operate. 

Finance No. 14464, United New Jersey Railroad & Canal Co. asks 
authority to issue and deliver to the Pennsylvania Railroad Co. $5,- 
646,000 of general mortgage 3 per cent bonds, and the Pennsylvania 
asks authority to assume, as lessee and guarantor, obligation and lia- 
bility in respect of said bonds. The New Jersey company said it would 
deliver the bonds to the Pennsylvania, pursuant to its request under 
the terms of the lease, by which, when its loans become due and pay- 
able, the New Jersey company is required to deliver to the lessee a 
corresponding amount of bonds with which to pay off and extinguish 
the loans. It said that general mortgage 4 per cent gold bonds would 
mature March 1, and that the 3 per cent bonds would be delivered to 
provide a means of reimbursing itself for moneys it would expend in 
payment of the 4 per cent bonds. 

MC F-2428, J. D. Harms, of Seattle, Wash., asks authority to ac- 
quire control of Fruit Delivery Co., also of Seattle, through ownership 
of capital stock, and temporarily to operate. 


ROCK ISLAND BUDGET APPROVED 


The federal court at Chicago has approved the additions 
and betterments budget proposed for the Rock Island Lines 
for 1944. The budget provides for eash outlay on the follow- 
ing: Road, $6,952,790; equipment, $759,757, making a total of 
$7,712,547. Equipment expenditures would include: Locomo- 
tives, $523,111; freight cars, $189,900; passenger cars, $23,846; 
work equipment, $22,900. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) At hearing before Pub- 
lic Utility Commission on application for renewal of certificate 
of public convenience, burden was on applicant of establishing 
that it was financially able to give reliable service to shippers, 
and that it was otherwise fit, in interest of public, to be in- 
trusted with renewal of its franchise. 66 P. S. Sec. 1101 et seq. 

Evidence authorized order of Public Utility Commission 
refusing to renew applicant’s certificate of public convenience 
to transport household goods by motor vehicle within state, 
both on ground that applicant failed to establish that it was 
financially able to give reliable and responsible service to ship- 
pers, and on ground that applicant had failed to establish that 
it was otherwise fit, to be intrusted with renewal of its fran- 
chise. 66 P. S. Sec. 1101 et seq. 

Where corporation applying for certificate of public con- 
venience to transport household goods by motor vehicle within 
state was in reality a one-man corporation, Superior Court 
would look through veil of corporate structure in determining 
whether Public Utility Commission properly refused applica- 
tion. 66 P. S. Sec. 1101 et seq. 

In passing upon application for renewal of certificate of 
public convenience to transport household goods by motor ve- 
hicles within state, Public Utility Commission properly deter- 
mined question of applicant’ s fitness in light of its past record, 
the manner of conducting its transportation business and its 
disregard of rights of shippers. 66 P. S. Sec. 1101 et seq. 

On appeal from order of Public Utility Commission deny- 
ing application for certificate of public convenience to transport 
household goods by motor vehicle within state, Superior Court 
was limited to determination whether there was lack of evi- 
dence to support Commission’s order or other error of law, 
and Superior Court would not interfere if there was substan- 
tial evidence with rational probative force sustaining the order. 
66 P. S. Sec. 1437. 

On application to Public Utility Commission for renewal 
of certificate of public convenience to transport household goods 
by motor vehicle within state, commission properly based its 
order on interests of the public as distinguished from appli- 
cant’s interests. 66 P. S. Sec. 1101 et seq. (Armour Transp. 


Co. vs. Pennsylvania Public Utility Commission, 34 Atl. Rep. 
2d 821.) 





(Supreme Court of Iowa.) Common carriers of freight by 
motor vehicle were entitled to injunction restraining labor 
union from requiring their drivers to refrain from handling 
merchandise consigned to or from a company with which union 
had labor dispute, for object of union’s concerted action, as 
affecting carriers, was to compel them to violate law by failing 
to carry property tendered to them for shipment. Code 1939, 
Secs. 8044, 13251, 13252. 

A common carrier owes duty to receive for transportation 
and transport any person’s property tendered to carrier for 
transportation, if property is such as carrier holds itself out as 
willing to carry or usually carries. 

Common carriers’ failure to perform their duty to trans- 
port freight tendered to them by public for transportation is 
not excused by showing their employes’ refusal to obey car- 
riers’ orders. 


The fact that ultimate object of concerted action of truck 
drivers’ union in requiring members employed by common car- 
riers to refrain from handling merchandise consigned to or 
from company with which union had labor dispute was to 
coerce labor contract with such company did not deprive car- 
riers of right to injunction against such action, for immediate 
object thereof, as affecting carriers, was to compel them to 
Violate law. Code 1939, Secs. 8044, 13251, 13252. 

The concerted action of truck drivers’. union in requiring 
members employed by common carriers to refrain from han- 
dling merchandise consigned to or from company with which 
union had labor dispute for unlawful object of compelling car- 
riers to perform illegal acts may be enjoined on carriers’ peti- 
tion, though means employed are peaceable. Code 1939, Secs. 
8044, 13251, 13252. 

An employer’ s act, which would be a crime or violation of 
Statute or defined public policy, is not proper object of con- 
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wane action against him by labor union to which his employes 
ong. 

A labor union, to which truck drivers employed by com- 
mon carriers belong, cannot concertedly exert economic pres- 
sure to compel carriers to refrain from carrying property, 
tendered to them for shipment, in aid of union’s labor dispute, 
with shipper. Code 1939, Secs. 8044, 13251, 13252. (Burlington 
Transp. Co. vs. Hathaway, 12 N. W. Rep. 2d 167.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Northern Ohio district, western division, at Toledo. Mutual 
Trucking Co., of Toledo, O., was fined $950 and costs, following 
its plea of guilty to an information charging it with engaging 
in operations as a common carrier of property for compensa- 
tion without requiring drivers’ logs to be kept by certain of 
its drivers. The court required the defendant to pay all of 
the fine. 

Eastern Wisconsin district, at Milwaukee. Michael J. 
Kortsch Moving & Storage Co., of Milwaukee, and George E. 
Runkel, also of Milwaukee, manager of said company, were 
fined a total of $200, Jan. 11, following entry of their separate 
pleas of guilty to charges of having violated the interstate 
commerce act. The company was charged with operating as a 
common carrier of household goods for compensation without 
a certificate having been issued to it authorizing the particular 
operations that were performed, with transporting property 
without having on file with the Commission and having pub- 
lished tariffs naming rates and charges applicable to such 
transportation, and with failing to require its drivers to main- 
tain drivers’ daily logs. George E. Runkel was charged as an 
aider and abettor of such violations. Each defendant was re- 
quired to pay $100. 

Northern Ohio district, eastern division, at Cleveland. Otto 
L. Hankins, receiver of Midwest Haulers, Inc., of Toledo, O., 
was fined $1,000 and costs, Jan. 17, following his plea of guilty 
to an information charging him as receiver of Midwest with 
requiring drivers in his employ to operate vehicles for periods 
of time in excess of the daily hours of service prescribed by 
the Commission’s motor carrier safety regulations. The court 
required the defendant, as receiver, to pay the full amount of 
the fine. 





A jury in the federal court at Chicago, January 27, re- 
turned a verdict of not guilty against the Ready Truck Lines, 
a motor contract carrier, and its owner, Sidney Williams, fol- 
lowing a trial of a criminal suit brought by the federal govern- 
ment charging the Ready company, in a 25-count information, 
with violation of the motor carrier act by transporting property 
between Chicago and Columbus, O., without a permit to oper- 
ate as a contract carrier, and by failing to file tariffs with the 
Commission covering such transportation. Mr. Williams was 
joined as having aided and abetted the Ready company in the 
alleged violations. Involved in the case was the meaning of 
section 203(b)(9) of the act, concerning casual, occasional or 
reciprocal transportation of passengers or property in inter- 
state commerce. Colin Smith, senior attorney for the Commis- 
sion at Chicago, said Ready had operated as a contract carrier 
until January, 1942, at which time the Supreme Court’s deci- 
sion supporting the Commission’s denial of a permit to the 
company became effective (see Traffic World, Jan. 17, 1942, 
p. 159). After that time, he said, Ready had no permit author- 
izing it to operate as a contract carrier between Chicago and 
Columbus. Harold Halfpenny, counsel for Ready and Mr. Wil- 
liams, said the shipments had consisted of highly valued rev- 
enue stamps consigned to the State of Ohio; that the shipments 
had been made only twice monthly between January and De- 
cember, 1942; that such shipments were occasional, especially 
because Ready and Mr. Williams were not at the time regularly 
engaged in the transportation business. Mr. Williams did not 
need a permit, he said, because section 203(b)(9). exempted 
from the requirements of the act all casual operations by per- 
sons not regularly engaged in transportation for remuneration. 
Mr. Smith took the position that Mr. Williams was in fact en- 
gaged in trucking company business. He said the courts had 
not previously determined the question of what constitutes 
“casual, occasional or reciprocal’ transportation of property. 


BUSH TRANSFER DECISION 
The Commission had given the plaintiff all that had been 
covered by “substantiality of service” both as to commodities 
and territory, said a three-judge statutory court sitting in the 
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federal court for the western North Carolina district, and de- 
nied a request to set aside the order of the Commission in MC 
61484, J. Claude Bush, doing business as Bush Transfer Co. 

Plaintiff had objected to limitation of the authority granted 
in both north- and south-bound movements, the court said, the 
application having requested, among other things, authority to 
transport general commodities, with some exceptions, between 
all points in North Carolina, Virginia, Maryland, Delaware, 
New Jersey, Pennsylvania, and New York, and the District of 
Columbia. Mr. Bush had complained, the court said, that he 
was not allowed to carry articles other than new furniture 
from Lenoir and vicinity, and pointed out that in the critical 
period his operations had been practically confined to this 
commodity. 

Mr. Bush had aiso complained, the court said, that as to 
south-bound traffic he was limited to New York, N. Y., Phila- 
delphia, Pa., Baltimore, Md., and Richmond, Roanoke and Nor- 
folk, Va., as origins. The court said it was bound by the Com- 
mission’s determination limiting the certificate to points be- 
tween which substantial service had been shown, quoting 
United States vs. Carolina Freight Carriers Corporation, 315 
U. S. 475. It was not the court’s function to weigh the evidence 
or to substitute its judgment for that of the Commission in the 
exercise of its administrative duties, the court said. 

The decision was rendered in civil action No. 55, Bush 
Transfer, Inc., vs. United States of America and Interstate 
Commerce Commission. 


Shipping Lime Indicted 


Attorney General Francis Biddle announced the opening 
January 24 of a sealed indictment returned on January 14 in 
the U. S. District Court in Seattle, Wash., charging the Moore- 
McCormack Lines, Inc., of New York, and three of its officials 
with conspiracy to defraud the United States in connection with 
the transfer and delivery of lend-lease material to Russia, in 
violation of section 88, Title 18, U. S. Code. 

In addition to Moore-McCormack, a Delaware corporation 
having its principal place of business in New York, said the 
Department of Justice, the other defendants named were: A. V. 
Moore, New York, president of Moore-McCormack; K. H. Dona- 
vin, Portland, Pacific Coast manager of the company; and L. F. 
Klein, manager of the Portland office of the company. Con- 
tinuing, the department said: 


The indictment charges that beginning in, or prior to, April, 1942, 
the defendants conspired with other persons and corporations to accept 
and receive rebates and other concessions in connection with the 
furnishing of terminal facilities; to obtain transportation at less than 
the lawfully established rates; to present false claims to U. S. agencies, 
and to defraud the government by obtaining rebates from terminal 
operators out of money paid by U. S. agencies, such as Lend-Lease, 
for furnishing terminal facilities and stevedoring for Russian supplies. 

It is alleged that a co-conspirator not named in the indictment, 
acting for the Port of Seattle, agreed to furnish the defendants with 
terminal facilities at a rate less than that filed with the Maritime 
Commission. The Port of Seattle would accept payment from govern- 
ment agencies at the established rate, and would then refund the 
difference to the defendants, 

The indictment further charges that the defendants not only re- 
quested other terminal operators on the west coast to follow the same 
procedure, but also would refuse to use terminal facilities and steve- 
doring operators of firms which refused to make this ‘‘kickback.’’ 

The indictment further charges that the refusal of Moore-McCor- 
mack to use available facilities caused delay in the loading of defense 
articles for shipment to Russia, thereby ‘‘impairing, obstructing and 
interfering’’ with government agencies ‘‘in the carrying out and per- 
formance of their duly authorized functions in connection with the 
transfer and delivery of defense articles to Russia.’’ 

The maximum penalty for a violation of section 88, Title 18, is a 
$10,000 fine or two years imprisonment, or both. 


The matter was referred to the Department of Justice by the War 
Shipping Administration and the Lend-Lease Administration. 


The case was handled by J. Charles Dennis, U. S. Attorney for the 
Western District of Washington; Gerald D. Hile, assistant U. S. At- 
torney; Charles S. Burdell, special assistant to the Attorney General, 
and John S. Harlow, special attorney, and was supervised by Assistant 
Attorney General Tom C. Clark, head of the Criminal Division. 


The Moore-McCormack Lines in a statement said: 


The charge which has been released by the Attorney General is 
unjust and unwarranted and is based upon a contract made in 1942 by 
Moore-McCormack Lines with the Port Commission of Seattle, a Wash- 
ington State municipal corporation. 

Under that contract which is drawn for the port authority by the 
port attorneys, Moore-McCormack was given the status of a preferential 
terminal operator. This arrangement, until the Supreme Court spoke 
on January 3, last, in State of California vs. United States, U. S. M. C. 
by divided court of five to four, was recognized as a contract which a 
sovereign or a municipal corporation could properly make. 

The United States never lost nor could it ever lose $1 by that 
arrangement. * * * 
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For 30 years Moore-McCormack lines has built up an untarnished 
reputation and its integrity has never been questioned. The charge 
of impeding the war effort is baseless, cruel and discouraging. The 
company has given itself unstintingly to the war effort. Nothing has 
been asked from it by War Shipping Administration or any other gov- 
ernmental agency which has not been unhestitatingly given. All of the 
company’s vessels and its vast far-flung organization is operating 100 
per cent in the war effort. * * * 


PORTLAND TUG SUIT 

Portland Tug & Barge Co. has filed suit in the federal 
court for the Oregon district, asking the court to set aside 
that portion of the Commission’s order in W-694, Portland Tug 
& Barge Co. Contract Carrier Application, which denied the 
applicant authority to engage in chartering its vessels to per- 
sons other than carriers subject to the interstate commerce 
act. Such operations were those of contract carriage, said the 
Commission, division 4, in its decision, in which it granted 
common carrier rights on the Columbia River and its trib- 
utaries below and including Big Eddy, Ore., but not including 
the Willamette River above Pulp Siding, Ore. The dual opera- 
tion which would result, said the Commission, would offer op- 
portunity for undue preference between shippers and unfair 
competitive practices between carriers. 

Portland Tug, in asking the court to enjoin the Commis- 
sion from enforcing that portion of its order, agreed that noth- 
ing contained in the requested injunction should preclude the 
Commission from prohibiting discrimination between shippers, 
or unfair competitive practices, or from prosecuting the com- 
pany if it did accomplish such discrimination or unfair compe- 
tition through the renting of its vessels. 

While maintaining that the Commission had misconstrued 
the interstate commerce act, the plaintiff said that, if the act 
did compel the result reached by the Commission, then it was, 
to that extent, unconstitutional because such regulation was 
neither necessary or proper regulation and was unauthorized 
under article I, section 8, clause 18, of the constitution; was 
unduly discriminatory as between contract and common car- 
riers; and would deprive it of its property without due process 
of law. 


SHIP AND PLANE PRODUCTION 


Chairman Nelson, of the War Production Board, in a re- 
port on December production of implements of war, said that 
the aircraft production in that month was about 5 per cent 
above the November production figure, while the value of con- 
struction work on navy, army and Maritime Commission ves- 
sels, including repairs and maintenance, was, according to a 
preliminary estimate, down 2 per cent. 

He said that the aircraft industry in 1943 produced 85,919 
planes of all types, compared with a total output of 47,857 
planes in 1942, and that the December output comprised 8,802 
planes. The 85,919 planes produced in 1943, he said, were the 
equivalent of 122,000 planes of the type built in 1942. He added 
that “the more than 100,000 planes due to be made in 1944 
will be equivalent of about 167,000 of the earlier types.” 

“The U. S. maritime fleet is now two and one-half times 
bigger than it was at the time of Pearl Harbor,” said Mr. 
Nelson in a discussion of the Maritime Commission’s shipbuild- 
ing program. 

He said that Liberty ships, comprising about two-thirds of 
the 1943 tonnage, would constitute less than half of the 1944 
total, that the output of standard cargo ships and tankers 
would be increased, but that “the current month will see the 
windup of the emergency tanker program.” He reported as the 
‘December box-score” of the major types of vessels the fol- 
lowing: 118 Liberty ships, 17 standard cargo ships, one con- 
crete cargo ship, 22 standard tankers, and 13 emergency tank- 
ers. December deliveries of ocean-going cargo ships ‘took a 
big jump over November, after being on a plateau for eight 
months,” he said. 


AIR SERVICE AT MASSENA, N. Y. 


Temporary authority to include Massena, N. Y., as an addi- 
tional intermediate point on the carrier’s route between New 
York City and Montreal has been granted to Colonial Airlines, 
Ine;, by the Civil Aeronautics Board. The board said in its order 
authorizing the service to Massena that it was acting on a re- 
quest addressed to it by the Army Air Forces. 


AIR LINE “INTERLOCKING” OFFICES 


The Civil Aeronautics Board has received a joint applica- 
tion of Eastern Air Lines, Inc., and Thomas F. Armstrong for 
approval of an interlocking relationship proposed to exist 
through the holding by Mr. Armstrong of the positions of sec- 
retary-treasurer and director of Eastern Air Lines, Inc., and 
director of Airlines Clearing House, Inc. 
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Air Transportation 





Air Transport Regulation 


Requests from members of Congress for opportunity to 
present their views on H. R. 3420, the Lea bill to amend the 
civil aeronautics act of 1938, resulted in the House rules com- 
mittee resuming hearings on a rule to bring the bill up in the 
House (see Traffic World, January 22). At a session, January 
21, the witnesses were: Chairman Bland of the House mer- 
chant marine committee; Representative Welch, of California, 
a member of that committee; Representatives Wolverton, of 
New Jersey, and Miller, of Connecticut, signers of the minority 
report of the House interstate commerce committee on H. R. 
3420, and Representative O’Hara, of Minnesota, a signer of the 
majority report on that bill. 

Representatives Bland and Welch opposed enactment of 
the bill in its present form, with the contention that it would 
handicap the U. S. merchant marine in competition with the 
merchant fleets of other nations by failing to provide specifically 
for removal of existing barriers against institution of coordi- 
nated steamship and air carrier service. Thus, they averred, 
the United State would be practically the only maritime nation 
that would have in effect, under the Civil Aeronautics Board’s 
interpretation of section 408 of the civil aeronautics act, a vir- 
tual ban on such coordinated transport service. 

Representative Wolverton took the position that the prin- 
ciple followed by the C. A. B. in application of section 408 to 
the American Export Lines case was at variance with the in- 
tent of Congress and that the section did not limit or prohibit 
the granting of an air carrier certificate to any surface carrier 
that met the standards of being “fit, willing and able,” to 
operate and could prove public convenience and necessity of 
the proposed air service. Representative Miller said the Lea 
bill should be referred back to the House interstate commerce 
committee for further hearings, declaring that a number of 
organizations had had no opportunity to state to that commit- 
tee their views on the bill. 

Representative O’Hara said there were several provisions 
in the Lea bill that required immediate action. He said that 
when amendment of section 408 had been suggested to the 
committee by Chairman Land of the Maritime Commission, 
the committee had eliminated from the bill the matter relating 
to that section and had left the question of the proposed amend- 
ments to section 408 for consideration in the Bulwinkle bill, 
H. R. 3421. Hearings on the Bulwinkle bill would be held 
immediately after action on H. R. 3420 had been completed, 
he said. 

Chariman Lea of the House interstate commerce commit- 
tee told reporters, after the rules committee hearing, that he 
did not believe there was much opposition to the granting of 
air carrier authority to steamship lines, but that railroads had 
“come in” with insistence on their inclusion among surface 
carriers that would be entitled to coordinate air transport 
service with surface transport service, and that this was the 
principal subject of controversy. 

After the House rules committee had held another hearing 
on a rule to bring H.R. 3420 up for consideration in the House, 
with Chairman Lea of the House interstate commerce commit- 
tee and Representative Reece, of Tennessee, a member of that 
committee, as the principal witnesses, January 25, Chairman 
Sabath of the rules committee said that the question of whether 
further hearings would be held remained “pending.” The rules 
committee met in executive session after having heard the 
testimony by Mr. Lea and Mr. Reece, but took no action on the 
rule in question. 

Representative Lea, in his testimony, emphasized the state- 
ment that the considered bill had been favorably reported by 
his committee by a vote of 17 to 2, though, in a minority re- 
port, nine committee members had set out objections to “cer- 
tain provisions” of H. R. 3420. It was Mr. Lea’s contention that 
action on the bill by the House ought not to be delayed because 
of disagreement as to a few of its provisions and that differ- 
ences of the House members on those features of the bill could 
be and should be threshed out on the floor of the House. In the 
course of his testimony, he expressed a lack of sympathy toward 
railroad efforts to obtain amendment of the bill so as to permit 
surface carriers to engage in air transportation. He contended 
that if the bill were referred back to his committee it would 
still be reported to the House in substantially its present form. 

Representative Reece asked that the bill be sent back to 
the House interstate commerce committee. He maintained that, 
since the committee had issued its report on the bill, aviation 
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interests that previously had not been informed about its pro- 
visions and that had had no opportunity to testify on this pro- 
posed legislation had submitted protests in such volume that 
if the bill were to be reconsidered by the House interstate 
commerce committee a majority of the members would sign 
the report now signed by a minority. The aviation organizations 
and state commissions that were protesting, he contended, ought 


to have an opportunity to express their views to the committee 
in public hearings. 


Ship Lines’ Air-Rights Plea 


William K. Jackson, vice president of the United Fruit 
Co., told the House merchant marine committee in a hearing 
January 25 that the American merchant marine, in the absence 
of legislation to remove existing barriers against the establish- 
ment of overseas air transport service by steamship lines, faced 
a postwar situation in which the American steamship lines 
would find it difficult to regain the business they had before 
the war and to survive against competition of coordinated air 
and water carrier services of foreign lines. 

The hearing had been called by Chairman Bland of the 
House merchant marine committee for the purpose of obtaining 
suggestions from steamship interests and others as to legislative 
action that might be taken to clear the way for entry of ocean 
carriers into the international air transport field. Chairman 
Bland said he had discussed the matter with Chairman Lea, 
of the House interstate commerce committee, and indicated 
that Mr. Lea was not receptive to proposed inclusion in the 
Lea air transport regulation bill (H. R. 3420) of provisions 
amending the pertinent section of the civil aeronautics act, 
section 408, in the manner desired by the steamship interests. 
Chairman Bland said there was involved, in the subject matter 
of the hearing, a question as to the jurisdiction of the House 
merchant marine committee to deal with air transport matters. 


In that connection, Representative Welch, of California, 
declared that, although he had a “very high regard” for Mr. Lea 
and had confidence in his fairness, he (Mr. Welch) would not 
“yield the province” of the House merchant marine committee. 
He said Chairman Bland knew more about the merchant marine 
than any other man living, and added that he hoped Chairman 
Bland would see fit to introduce an amendment to the merchant 
marine act, 1936, “to save the merchant marine.” 


Mr. Jackson said that H. R. 3420 did not amend section 
408 of the civil aeronautics act of 1938; that this section would 
remain unchanged on enactment of the Lea bill, and that the 
section had been interpreted by the Civil Aeronautics Board 
largely as a prohibition against the institution of air carrier 
service by steamship lines. 


He said that the C. A. B. had decided to act on applica- 
tions for air carrier certificates ‘between U. S. points and 
points in the Caribbean area, and that “six or seven” steam- 
ship lines were among the applicants for such rights. The 
board would hold a final hearing on these applications May 15, 
he said. He believed it improbable that legislation to amend 
section 408 could be disposed of before May 15, unless such an 
amendment were included in the Lea bill. 


Legislation that had been enacted to restrict the entry of 
surface carriers into the air transport field related solely to 
domestic commerce and did not affect overseas transportation, 
he contended. 


After the war, he continued, there would undoubtedly be 
keen competition between air carriers and water carriers in the 
fields of passenger, mail and high class express transportation. 
He declared that the steamship lines would be handicapped 
because of wartime ship losses and because replacements of 
the lost ships with new ones would require from six months 
to two years. Time would be required, also, for reconversion 
of the interiors of the ships now operated by the War Shipping 
Administration to their peacetime structural designs, he said. 
Of eight United Fruit Co. vessels that had been operated in 
war service, only three remained at the present time, he said. 

Mr. Jackson stated that under British law, British steam- 
ship lines could proceed with institution of overseas air service 
without having to obtain certificates from some government 
authority and that they merely had to amend their charters to 
show that they were also engaging in air transport activities. 
He read a list of British ship lines that, he said, had indicated 
their intention of, going into the air transportation business. _. 

He referred to an estimate that air carriers would take 
away from 30 to 80 per cent of the steamship companies’ pas- 
senger revenue in the next five years. With foreign steamship 
lines offering coordinated air-water transport service, he said, 
there was also a prospect that the American steamship com- 
panies would lose freight business that they might enjoy if 
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they could compete with the foreign lines with similar co- 
ordinated service. 

Asked why it would not be possible for the steamship lines 
to cooperate with existing American air carriers in the handling 
of overseas traffic, Mr. Jackson said the air lines did not have 
the incentive to operate to and from the points served by the 
steamship lines, and that the international airlines served 
only large centers of population. 

To a question as to what injunctive relief the steamship 
companies involved might obtain in the event the C. A. B. 
denied their applications for air rights over the Caribbean, 
Mr. Jackson answered that if the President accepted un- 
equivocally the decision of the C. A. B., the steamship com- 
panies would have no appeal. 

A statement of the Matson Navigation Co. and the Oceanic 
Steamship Co., citing objections to the granting of air rights to 
steamship lines and submitting answers to those objections, was 
read into the record of the hearing. E. H. Duff, for the Pacific 
American Steamship Assn., submitted a letter setting forth its 
position on the question of air rights for ocean carriers. 

L. Welch Pogue, chairman of the Civil Aeronautics Board, 
in testimony before the committee January 26, asserted that, 
under section 408(b) of the civil aeronautics act, steamship 
lines were not prohibited from acquiring air carrier operations 
if the air service in question was auxiliary or supplemental to 
that of the steamship lines. He did not favor amendment of 
the civil aeronautics act so as to give steamship companies free 
rein in establishing overseas air transport service, saying he 
believed that vigorous development of air transportation was 
important and that “a better job” would be done if air trans- 
port was left to independent companies. ‘ 

He discussed the history of the American Export Airlines 
case, noting that the C. A. B. had authorized the acquisition of 
that airline by American Export Lines, a steamship company, 
because the air line was not at that time engaged in operations 
as an air carrier, but that the federal appeals court for the 
Second circuit had reversed the board on this point. It had been 
the board’s position that the second proviso of section 408(b)— 
requiring, in effect, disapproval of acquisition of an air car- 
rier by another type of carrier in the absence of proof that 
the transaction would promote the public interest and would 
enable the surface carrier to use aircraft to public advantage 
in its operation—did not apply, said Mr. Pogue. 

“This court opinion,” he said, “had a tremendous effect 
upon the interpretation of the statute. We had held that the 
congressional policy expressed in the second proviso of section 
408(b) was to limit carefully the acquisition by surface car- 
riers of any existing air carrier. The court decided that the 
statute not only limited the purchase by a surface carrier of 
an existing air carrier, but also prevented a surface carrier 
from starting a new air transport service through a subsidiary 
unless it could meet the strict terms of that proviso.” 

He observed that the board subsequently directed Ameri- 
can Export Lines to present to it a plan for divesting itself of 
control of the airline within six months, but that, “by reason 
~~ — conditions,” the time had been extended to October 
25, 4, 

Representative Welch wanted to know under what condi- 
tions a steamship line could engage in air service, and Mr. 
Pogue said that a steamship company might use an airline to 
“feed in” traffic to its terminals and that there were many 
other types of operations that could be regarded as supple- 
mental or auxiliary to steamship service. 


To questions as to why the board had applied, to overseas 
air operations, restrictions that had been designed by Congress 
for application to domestic transportation, when the facts as 
to competition in overseas service were altogether different 
from those relating to domestic transport, Mr. Pogue’s reply 
was that the board had applied the congressional policy, that 
that policy made no distinction between domestic and overseas 
transport, and that “the court said we had to apply the 
proviso.” 


Bon Geaslin, counsel for the Waterman Steamship Corpora- 
tion, said that that corporation, through a subsidiary, had on 
file an application with the C. A. B. for air transport rights 
between New Orleans and San Juan, Puerto Rico, because it 
had found that air service in transportation of passengers be- 
tween those points would be profitable, while passenger trans- 
portation by steamships would entail losses. He said the C. A. B. 
had granted a permit to K. L. M., a Dutch airline reputedly 
owned by Dutch shipping interests, to engage in air transport 
service between Miami and points in the Caribbean. Mr. Pogue 
said the permit to K. L. M. was a temporary one, granted be- 
cause of a wartime need for its services. 

L. D. Parmelee, executive vice-president of the Atlantic, 
Gulf & West Indies Steamship Co. and vice-president of Inter- 
national Airways, Inc., a subsidiary of the steamship line, testi- 
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fied briefly in support of the proposition that steamship com- 
panies should have the right to engage in air transport service. 
R. R. Adams, executive vice-president of Grace Line, Inc., sub- 
mitted a statement advocating changes in existing legislation 
so as to grant to ocean carriers the same liberty of participa- 
tion in air transport service as “other citizens” enjoyed, “sub- 
ject only to consideration of the public interest under a system 
of intelligent and reasonoble regulated competition.” 

Chairman Bland appointed a committee consisting of Mr. 
Jackson, of the United Fruit Co., Mr. Geaslin, and J. J. Burns, 
counsel for the American Merchant Marine Institute, Inc., to 
study the testimony and other data presented to the commit- 
tee, with a view to summarizing briefly the pertinent facts pre- 
sented and the relief proposed. Mr. Burns, in a short statement 
before the committee, suggested that relief for the ship lines 
might be obtained either through amendment of the Lea bill, 
H. R. 3420, or through introduction of a resolution to enable 
the steamship companies to engage in overseas air service. 

A printed memorandum prepared by the House merchant 
marine committee and identified as document No. 50, contain- 
ing a statement by Chairman Land of the Maritime Commis- 
sion before the committee January 13 and an address delivered 
by Chairman Land January 3, on the subject of ocean-air trans- 
portation, was distributed at the hearings. 

Chairman Bland, in announcing conclusion of the hearings, 
said that the interested parties might file briefs with the com- 
mittee not later than February 1. 


Naval Air Transport 


A report on all phases of the Naval Air Transport Service, 
based on data from the Navy Department and five commercial 
airlines engaged in contract flying or training operations for 
the navy has been issued by the Office of War Information. 
The Navy states that the Naval Air Transport Service: 


(1) Now carries on scheduled military transport services over a 
world-wide trans-oceanic and overland network of more than 65,000 
miles in addition to special and emergency missions which clock more 
tens of thousands of miles monthly. 

(2) Conducts for the fleet a two-ocean maintenance and supply 
service that has been an important factor in our naval successes. 

(3) Has grown in 25 months from the operation of one flying boat 
to ten full transport squadrons, several ferry units (Naval Air Ferry 
Command of the NATS), and large contract operations by Pan Ameri- 
can: Airways System and American Export Airlines. 

(4) Annually brings in hundreds of thousands of pounds of urgently 
needed war materials, such as mica, tantalite, and natural rubber. 

(5) Is rapidly expanding its operations to meet the Navy’s require- 
ments and enlarging its training program—the latter partly through 
contract services of Pennsylvania-Central Airlines, American Airlines, 
Pan American, American Export, and United Airlines. 

(6) Is developing new or improved air transport techniques, seen 
as valuable aids to commercial aviation after the war. 


The O. W. I. said NATS was carrying about 22,500 priority 
passengers a month on trips averaging more than 1,200 miles 
a passenger, that approximately 8,300,000 pounds of cargo and 
mail loaded was the NATS present monthly transport rate, and 
that NATS craft were now flying some 3,600,000 plane miles 
each month. 

Packing Airborne Cargo 


The Navy estimated, said the O. W. I., that new techniques 
and improved methods of packing airborne cargo developed by 
NATS were saving American taxpayers more than $2,000,000,000 
annually. Continuing, it said: 


Typical of such techniques are the securing cargo in special mesh 
nets and the stacking of crates scientifically. The wingtip of a Martin 
bomber when shipped, crated, to the NATS, weighed 825 pounds. Un- 
crated and stowed aboard a NATS transport with nets, it tipped the 
scales at only 175 pounds. Properly stacked and lashed, 50 to 70 pack- 
ages, totalling 2,000 pounds, have taken up a space of only 6 by 4% 
by 2 feet on NATS aircraft. 

Naval packing experts explain that ‘‘a plane carrying 8,000 pounds 
to an overseas base, when 50 per cent of the payload is made up of 
tare weight (weight of cargo packaging), is obviously carrying only 
4,000 pounds of actual cargo.’’ Because of the reduction in surface 
shipping at the beginning of the war and the urgency of wartime de- 
mands, the need for cargo planes exceeded the supply. Only immediate 
solution was to increase the space on planes already in operation. 

Then attention was turned to reducing the unnecessary weight of 
packing material. Two goals were set: First, to reduce the weight of 
the material in which cargo was packed; second, to save packing mate- 
rial that was beginning to be scarce. 

The Navy says: 

“The first problem to be encountered was the fact that cargo 
shipped, for example, from Detroit to Honolulu might go all the way 
by air, or part of the way by air and part by surface vessel. For the 
lap of the journey by surface carrier, the cargo must be guarded against 
rough handling by packing in materials such as boxes of inch-thick 
wood supported by 2 x 2 or 2 x 4 lumber. 

“In attempting to solve the problem that mixed modes of trans- 
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portation presented, the NATS established at certain ports of embarka- 
tion offices to repack the cargo that was shifted from surface transport 
to aircraft for overseas shipment. Repacking—in Naval terminology 
‘recoopering’—was selected rather than packing the shipment for air 
movement at the point of origin. For this there are three reasons: (1) 
Only a small percentage of material goes overseas direct from the 
manufacturers. It is usually consigned to a Naval supply depot where 
it is distributed for Navy operations. (2) Only a small percentage of 
such material travels entirely by air from the point of origin. Usually, 
the surface transportation is performed within the continental United 
States. The final decision as to which overseas cargo will go by air is 
usually made at the point of embarkation. (3) Recoopering at the port 
of embarkation affords an opportunity for final inspection of material 
going overseas.”’ 

Another example of weight saved by NATS repacking was a stabil- 
izer for a Curtiss Helldiver dive bomber which, with the box in which 
it was shipped from the factory, weighed 1,060 pounds. The NATS un- 


.crated the stabilizer and stowed it aboard a transport at a weight of 


160 pounds, less than one-sixth of the original packed weight. 

When Goodyear bullet-proof 200-gallon gasoline tanks for patrol 
bombers were first being delivered to the Navy, they came from Akron 
in heavy wooden boxes weighing 110 pounds each. Thus boxed, nine of 
the tanks could be shipped on a Douglas transport. The NATS un- 
crated the tanks, repacked them in corrugated cardboard, eliminating 
107 pounds of packaging per tank and increasing the payload by three 
extra tanks per shipment. In addition, scarce wooden crating was 
saved, enabling Goodyear to use the same boxes over and over for 
shipping the tanks from the factory to the air depot. 

Actual amounts of material carried by the NATS have steadily in- 
creased as elimination of unnecessary packaging has allowed more 
cargo per plane. Over most strategic routes, NATS aircraft have at- 
tained payload factors averaging almost 100 per cent. 


Air Certificate Applications 


Three applications proposing additional service by the 
applicant in the eastern states by establishment of routes be- 
tween Buffalo and Syracuse, N. Y., between Washington, D. C., 
and Syracuse, and between Syracuse and Montreal, Canada, 
via Ottawa, Canada, have been filed with the Civil Aeronautics 
Board by the Pennsylvania-Central Airlines Corporation, of 
Washington, D. C. 

In No. 1289, Pennsylvania-Central asks authority for ex- 
tension of route No. 34 (between Washington and Buffalo) 
from Buffalo to Syracuse, via Rochester, N. Y. In No. 1290, 
th esame applicant proposes scheduled transportation of pas- 
sengers, property and mail between Washington, D. C., and 
Syracuse, via Baltimore, Md., Wilmington, Del., Philadelphia, 
Allentown-Bethlehem and Wilkes Barre-Scranton, Pa., and 
Binghamton, N. Y. In No. 1291, Pennsylvania-Central asks for 
a certificate authorizing scheduled transportation of persons, 
property and mail between Syracuse and Montreal, via Ottawa. 

The other new applications filed with the C. A. B., includ- 


ing one by a Washington, D. C., department store—the Hecht 
Co.—follow: 


No. 1284, The Hecht Co., Inc., Washington, D. C.; non-scheduled 
transportation of persons and property by helicopter between Wash- 
ington, on the one hand, and, on the other, Winchester, Dahlgren, 
Waynesboro and Staunton, Va.; Rehoboth Beach, Del., and Solomons 
and Point Lookout, Md., via specified intermediate points. 

No. 1285, South Central Air Transport, Inc., Fayetteville, Ark.; 
scheduled transportation of passengers, mail, freight and express by a 
combination of conventional and pickup services over routes having as 
their termini the following cities: Kansas City, St. Louis, Flat River 
and Cape Girardeau, Mo.; Shreveport and Monroe, La.; DeQueen, Little 
Rock, Arkadelphia, Monticello, Jonesboro, Blytheville, Walnut Ridge, 
Conway, Helena and Stuttgart, Ark.; Fort Worth and Dallas, Tex.; 
Hugo, Oklahoma City, Enid and Claremore, Okla.; Carbondale and 
Cairo, Ill.; Memphis, Tenn., Jackson, Miss., and Wichita, Kan., includ- 
ing service to many intermediate points. 

No. 1286, Huckabee Transport Corporation, Columbia, S. C.; sched- 
uled transportation of freight, express and mail by helicopter over 
routes between Columbia, S. C., on the one hand, and, on the other, 
Chicago, Ill., Boston, Mass., Flint, Mich., Jacksonville, Fla., Atlanta, 
Ga., and Toledo, O., and between Greenville, S. C., and Atlanta, Ga., 
with service to specified intermediate points. 

No. 1292, Kansas Aviation Co., Manhattan, Kan.; scheduled trans- 
portation of passengers, property and mail in local, feeder and pickup 
service on routes between Manhattan, Kan., and Kansas City, Mo., be- 
tween Goodland, Kan., and Denver, Colo., and on three circle routes 
beginning and ending in Manhattan, with service to specified points in 
Kansas and Nebraska. 

No. 1293, E. W. Wiggins Airways, Inc., Columbia, Mo.; scheduled 
transportation of passengers, property and mail in local, feeder and 
Pickup service on two circle routes beginning and ending in Columbia, 
with service to specified points in Missouri and Illinois, and on a circle 
route beginning and ending in Camden, Ark., with service to specified 
points in Arkansas, Mississippi, Tennessee and Louisiana. 


AIR REVENUE STATISTICS 


The Civil Aeronautics Board announced on January 25 
that the net operating revenue of the 18 domestic airlines, in- 
cluding All American Aviation, Inc., and Hawaiian Airlines, in 
October, 1943, amounted to $2,606,825, a decrease of $784,319 


below the October, 1942, total. For the year ended October 
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31, 1943, the net operating revenue for all the domestic air- 
lines aggregated $29,724,950, as against $21,912,469 for the 
preceding year, the board said. 

The airlines’ operating revenues for October, 1943, total- 
ing $8,496,683, comprised passenger revenues of $7,941,346, 
mail revenues of $2,362,865, express and freight revenues of 
$605,810, and “other” revenues of $193,487, the board said. It 
noted that the operating revenues for October, 1942, totaled 
$10,067,750, including $7,013,324 from passenger service, $2,006,- 
956 from mail transportation, $748,509 from express and freight, 
and $298,961 from other sources. The operating expenses in 
October, 1943, totaled $8,496,683, as against $6,676,603 in Octo- 
ber, 1942, the board said. 

Operating revenues for the year ended October 31, 1943, 
totaled $120,615,657, compared with $106,343,580 in the preced- 
ing year, though revenue miles flown in the 12 months ended 
last October totaled 101,790,271 as against 119,073,522 in the 
preceding year. Operating expenses in the year ended October 
31, 1943, totaled $90,890,707, compared with $84,431,111 in the 
preceding 12-month period. Revenue miles flown in October, 
1943, aggregated $9,638,948, compared with 8,569,539 in Octo- 
ber, 1942, according to the board’s report. 


VIRGINIA PORT AUTHORITY ACTION 


The State Port Authority of Virginia has adopted a resolu- 
tion opposing the civil aeronautics bill, H. R. 3420, as “too re- 
strictive” and has directed “that the Virginia delegation in Con- 
gress and others in interest be advised of this action.” 

It has also adopted a resolution calling on the Virginia gen- 
eral assembly to adopt legislation ‘to authorize public and pri- 
vate corporations of and in the state of Virginia to make 
applications for the right to establish, operate and maintain 


foreign-trade zones in or adjacent to parts of entry in this 
state.” 


MONEY FOR MARITIME COMMISSION 

Total of contract authorizations for merchant vessels 
amounted to $16,926,650,000, the House committee on appropri- 
ations reported to the House, January 26, in submitting the 
independent offices appropriation bill carrying $6,766,000,000 
for the Maritime Commission’s ship construction fund. This 
included a reduction from the Budget estimate of $10,000,000 
for administrative expenses (see Traffic World, Jan. 15, p. 
167). The bill also authorizes an increase of 5,700,000,000 in 
contractual authority heretofore granted to the Commission. 
This amount of $5,700,000,000 is included in the total contract 
authorizations of $16,926,650,000. 

Total appropriations for the merchant shipbuilding pro- 
gram amount to $15,869,415,499, including $6,766,000,000 car- 
ried in the bill. The difference between total contract authori- 
zations and total appropriations, said the committee, repre- 
sented prospective obligations that would not require payment 
or appropriation until the fiscal year 1946. 

Under the program, said the committee, the Maritime Com- 
mission had completed 1,145 ships as of June 30, 1943, at a total 
estimated cost of $2,526,150,535. As of July 1, 1943, 2,992 ships 
were under construction or contract at a total estimated cost 
of $7,840,370,525. A revised program calls for 2,359 ships at a 
total estimated cost of $6,111,931,627, contracts for which have 
been or will be awarded, according to the committee report. 

The committee said that the entire construction program, 
including defense aid, emergency construction, and construction 
for the War and Navy Departments, totaled 7,490 ships of 
approximately 75,500,000 deadweight tons. Completed ships, 
it said, were being delivered at a rate in excess of five a day 
and would reach about six a day or one every four hours. 


In an address in the House, January 27, Representative 
Wigglesworth, of Massachusetts, called on the Maritime Com- 
mission and the War Shipping Administration to justify ex- 
penditures for ship purchases; charter-hire and war risk insur- 
ance that, he said, appeared on their face to be “grossly waste- 
ful and extravagant.” 


He submitted for insertion in the Congressional Record a 
series of tables prepared, he said, from data obtained from the 
Maritime Commission “and other official sources,” relating to 
ships purchased, charter-hire, insurance placed, credit allow- 
ances for old vessels traded in for credits against new vessels, 
Red Sea charter-hire for carrying lend-lease materials, and 
other expenditures under the jurisdiction of the commission 
and the W. S. A. bg 


He said that “the picture indicated by available informa- 
tion” demanded investigation and explanation, and added that 
if the standing committees of the House had insufficient time 
to consider these matters, a select committee should be ap- 
pointed immediately for that purpose. Nobody wanted to see 
a repetition of the waste of public funds or the scandals in 
— circles such as occurred following the last war, he 
sai 
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Return of T.P.& W. Demanded 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, in a letter to Secretary of War Stimson 
January 25, makes a demand for the return by the Secretary 
to the corporation of its railroad properties, operated by the 
Office of Defense Transportation since their seizure by the 
government as the result of a labor dispute nearly two years 
ago. Mr. McNear takes the position that, when the Secretary 
of War took over all of the railroads on December 27, 1943, 
pursuant to a Presidential order, he also took over the T. P. & 
W. from the O. D. T. in “exclusive and complete” possession, 
and that, therefore, when he “terminated and relinquished” 
possession and control as of midnight January 18, the proper- 
ties should have been returned to the corporation. 

“We respectfully hereby make demand upon you that you 
immediately return to the undersigned the possession, opera- 
tion and control of all the railroad properties and transporta- 
tion facilities of the Toledo, Peoria & Western,” says the letter. 

It reviews events leading to the taking over of the rail- 
roads by the government under executive order, and continues: 


Now that we have had an opportunity to develop what took place, 
it becomes clear that the taking of possession, control and operation 
of our railroad properties and transportation facilities by the United 
States through the Secretary of War under Executive Order 9412 was 
exclusive and complete. You retained Mr. Eastman in his capacity as 
existing management, subject to your orders. Whatever Mr. Eastman 
did after 7:00 —:p. m. eastern war time, December 27, 1943, he did in his 
capacity as existing management subject to the terms of executive 
Order 9412 and to all orders, rules and regulations issued thereunder. 

Paragraph 10 of Executive Order 9412 further provided that ‘‘Posses- 
sion, control and operation of any carrier or carriers, or parts thereof, 
taken under this order shall be terminated by the Secretary as soon as 
he determines that such possession, control and operation are no longer 
required to prevent interruption of transportation service.’’ 

Under the authority contained in Executive Order 9412, as of 
twelve o’clock midnight January 18, 1944, you terminated and relin- 
quished the possession, operation and control by the United States of 
all common carriers by railroad, and all appurtenances and facilities 
used in connection therewith, that you had taken by or pursuant to 
that Order. 


Our railroad properties and transportation facilities have not yet 


been returned to us by the United States, in accordance with your 
order of January 18, 1944. 


Mr. McNear sent a copy of this letter to George Voelkner, 
general manager of the T. P. & W. railroad properties for Di- 
rector Eastman, together with a letter, addressed to Mr. Voelk- 
ner in which he said: 

‘Demand is hereby made upon you as general manager to 
deliver possession, operation and control of the railroad prop- 
erties and transportation facilities of our railroad to us in 
accordance with said letter and demand (to Secretary Stimson). 


Eastman’s Return Conditions 


Mr. McNear has made public the text of the letter sent to 
him last November by Director Eastman, in response to his 
request, made earlier, that the railroad be returned to the 
corporation (see Traffic World December 11, p. 1462). At the 
time the letter was sent to Mr. McNear, Director Eastman did 
not make it public and McNear, on the advise of his attorneys, 
also refused to say anything about it, pending decision by the 
United States Supreme Court in the corporation’s suit for an 
injunction to prevent labor violence. That case was decided 
last week (see Traffic World January 22, p. 211). 

The Eastman letter to McNear says that ‘‘the final decision 
concerning the return of the properties to the corporation must 
be made by the President,” but that he (Eastman) was “willing 
ing to make a recommendation to the President for a return 
of the properties if the conditions hereinafter expressed are 
complied with.” 

Those conditions are that the corporation conclude an 
agreement with the brotherhoods involved in the dispute which 
led to the government take-over, the agreement to be on the 
basis of the War Labor Board order of September 13, 1942, 
which, in effect, required the application of the so-called 
“standard” working on the T. P. & W. and made some increases 
in wages; that the corporation execute an agreement with the 
brotherhoods for the payment of “unpaid portions of retro- 
active pay,” for several months preceding the government 
take-over; that “adequate and satisfactory assurances should 
be given that the rates of pay, hours of service, methods of 
payments an@ rules and working conditions now in effect for 
classes of employes, other than those represented by the 
Brotherhood of Locomotive Firemen and Enginemen and the 
Brotherhood of Railway Trainmen, will not be changed on 
repossession in such a manner as to create a labor dispute 
which will result in work stoppages on the railroad during 
the war.’”’ 

The letter enumerates these “other” classes of employes, 
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naming mechanical, maintenance of way and telegraphers’ 
unions which have been organized on the railroad since the 
government took it over. 

As to financial settlements, Director Eastman said: 


It is my personal view that the financial and business problems 
resulting from government operation need not be definitely or finally 
settled prior to a return of the properties. If the labor matters are 
settled satisfactorily, I will be willing to recommend that sufficient 
working capital be advanced to enable the corporation to conduct 
operations until such time as such problems are settled. I suggest 
that we defer discussing details concerning these problems until the 
labor problems have been. settled. 


On the matter of reemployment of union men who en- 
gaged in violence in the course of the strike that resulted in 
the taking over of the railroad by the government, Director 
Eastman says that his federal manager “has refused employ- 
ment with respect to H. J. Dilly and Delmar Newdigate as a 
result of their implication in an alleged attempt to dynamite 
the Walnut Creek bridge near Eureka, Ill.”’ It was his under- 
standing, Director Eastman said, that charges were filed against 
the two men and that Newdigate entered a pleas of guilty. 
He had no knowledge of the disposition of the charges against 
or and did not know his present whereabouts, he said, 
adding: 


We refused employment for a short period of time with respect to | 


Hustler Wilson, L. U. Lierle and Frank Lucas, as a result of pending 
criminal charges against them in Tazewell County. However, when it 
became apparent that the criminal charges were not to be tried at an 


early date, they were returned to service, pending the outcome of the ~ 


trial. We have no knowledge that the trial has ever been concluded. 


It never has been the policy of the federal manager to refuse employ- | 


ment to an employe by reason of his being named defendant in a civil 
action in which a restraining order or temporary injunction had been 
issued. . 

I therefore suggest that you proceed to a disposition of the labor 
dispute in the manner herein indicated and that you present assurances 
with respect to the rates of pay, hours of service, methods of pay- 
ments and rules and working conditions which will be applicable to 
non-operating employes in the event the properties are returned to 
you. Thereafter I shall be pleased to discuss the financial and business 
problems with you prior to making a recommendation to the President 


as to the conditions under which the properties should be returned to 
the corporation. 


Increases in pay made as the result of recent strike threats 
and abritration settlements by President Roosevelt have been 
put in effect on the T. P. & W. 


On December 17, 1943, Mr. McNear wrote to Director 
Eastman asking for detailed information on a number of 
points, including rates of pay by classes of employes under 
O. D. T. management; salaries of executives and officers; 
payroll rata as to employes’ names, time worked and other 
details for October, 1943; information as to pay rates and 
regulations governing employes who work an equal amount of 
time each day on each of two jobs, and a complete seniority 
roster for each class of employes. He had received no reply 
to this letter on January 26. 


Mr. McNear’s original request for the return of the rail- | 


road to the corporation was based, in large measure, on testi- 
mony of Director Eastman before the House Military Affairs 
committee investigating war waste last May (see Traffic World 
May 15, 1943, p. 1156), in which he described economies 
effected and efficiencies attained on the T. P. & W. under 
O. D. T. management. The testimony was later reproduced 


and circulated in pamphlet form. From this Mr. McNear said | 


he gathered that there had been important modifications in 
the working rules originally agreed to under arbitration by 
the O. D. T. and the brotherhoods. He was willing to accept 


a working rules agreement incorporating those modifications, | 


he said. These matters were discussed in an interim report of 
the corporation (see Traffic World August 14, 1943, p. 371). 

Mr. McNear now says that what he has learned of the 
working rules in effect at present on the T. P. & W. indicates 
that Director Eastman’s testimony, that he had obtained relaxa- 
tion or abrogations of some of the more onerous ones, was 
incorrect. For instance, he says, the testimony said that there 
was “a supplementary memorandum of understanding between 
the federal manager and the employes eliminating adherence 
to the (yard service starting time) rule, if it results in waste 
by having crews on duty with no work to perform.” A mem- 
orandum sent to him by Director Eastman, Mr. McNear says, 
indicates merely that ‘‘exceptions to the starting time rule may 
be made by agreement between the general chairman and the 
management where such handling is found necessary in meet- 
ing local service requirements.” Exceptions to a rule by agree- 
ment constitute a much different thing than a memorandum 
of understanding which eliminates the rule under specified 
conditions, he contends. 

Again, Mr. McNear points out that, although Director 
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Eastman testified that the rule forbidding running crews 
through regularly established terminals has been abrogated on 
the T. P. & W., his memorandum does not indicate that that 
is the case. In actual practice, he says, trains are not now 
being run through the Peoria terminal. He adds that Director 
Eastman testified that T. P. & W. crews delivering cars to 
yards of other railroads were bringing back cars on the return 
movement, but that nothing in the regulations contained in 
Director Eastman’s memorandum supports that statement. 

Pending reply from Director Eastman to his letter of 
December 17 and a clearing up of apparent conflicts in his 
testimony, on the one hand, and the applicable rules indicated 
in his memorandum, on the other, Mr. MeNear takes the posi- 
tion that he cannot reach a decision as to whether to accept or 
reject the conditions for return submitted to him. 


T. P. & W. Wages 


Asked about the status of the employes of the Toledo, 
Peoria & Western, being operated under the control of the 
Office of Defense Transportation, in connection with the wage 
increases granted railroad employes as the result of recent 
agreements reached between the carriers and the unions, Di- 
rector Eastman said the O. D. T. would “pass on” the same 
increases to the T. P. & W. employes. 


U. S. RAIL CONTROL ENDS 


The task of obtaining from railroads the “releases” required 
by the order of Secretary of War Stimson terminating federal 
control of railroads January 18 (see Traffic World, Jan. 22, p. 
217) was progressing favorably and without undue delay, it 
was stated at the War Department January 27 by Major Ras- 
kin. At the close of the preceding day, said he, reports indi- 
cated that 466 releases out of a total of about 700 had been 
obtained. Some of the roads were calling directors’ meetings 
to approve the releases and this was taking more time than in 
cases where that was not done, it was said. 

The releases, as stated by Secretary Stimson, constitute “a 
general release of claims on both sides and indemnify the gov- 
ernment against liability in connection with suits by third 
parties.” 

The seven railroad executives who were made colonels 
would be placed on inactive duty status as soon as the work 
with respect to obtaining the releases had been completed or 
virtually completed, it was said. For the duration of the war 
and for six months thereafter the colonels, after having been 
placed on inactive duty, will be subject to recall to active duty. 


Rail Wage Increases 


That “splendid results” had been produced by the 18 rail- 
road employe unions in the settlement of their wage cases was 
the theme of an article in “Labor,” rail labor union weekly, 
under a headline containing the advice that the “18 unions’ 
grim battle” had been justified. 

“Labor” said the that the unions obtained “substantially 
more than originally awarded their members by presidential 
emergency boards.” It added that the operating brotherhoods 
won a total increase of 9 cents an hour, “or almost $80,000,000 
on an annual basis,” plus a week’s vacation with pay, “‘equiva- 
lent to an additional 2 cents, or $15,000,000 to $20,000,000 
yearly,” as against an increase of 4 cents an hour recommended 
by the President’s emergency board in the “op” case. That 


— “Labor” said, took its orders from Stabilization Director 
inson. 


_ “The 15 cooperating railway labor organizations,” it con- 
tinued, “representing 1,100,000 ‘non-operating’ employes, came 
through with increases of 9 to 11 cents an hour, estimated 
roughly at $240,000,000 a year. That contrasts with 8 cents 
recommended by the first emergency board and 4 to 10 cents 
by a second board, which was set up after ‘Stabilizer’ Fred M. 
Vinson arbitrarily set aside the 8 cents. 

“The 4 to 10 cent part of the final increase is retroactive 
to February 1, 1943, which will mean almost a full 12 months 
of back wage checks, aggregating nearly $170,000,000.” 

“Labor” averred that the 18 unions had “blocked the 
Scheme of President Roosevelt and ‘Assistant President’ James 
F. Byrnes to freeze rail wages for the duration” and had 

vindicated the all-important principle of collective bargaining, 

preserved the railway labor act from emasculation, and thus 
Safeguarded the future of the rail unions and set a precedent 
which will aid all unions in all industries.” 

Had it not been for interference by administration officials 
and “the astounding betrayal of the rail workers by President 
Whitney of the Trainmen,” said “Labor,” the unions would 
have obtained even more. 

Back pay checks for non-operating employes, according to 
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“Labor,” would range from about $100 for those receiving 97 
cents or more an hour to about $250 for those receiving less 
than 47 cents an hour on the straight-time basis. 

The Brotherhood of Railroad Trainmen—Whitney’s organ- 
ization—does not participate with other railroad labor organ- 
izations in the publication of “Labor.” The Brotherhood of 
Locomotive Engineers, headed by Alvanley Johnston who stood 
with Whitney in accepting President Roosevelt’s offer to arbi- 
trate the wage dispute, however, is listed as one of the brother- 
hoods participating in the ownership of “Labor.” 

Chairman Leiserson of the National Railway Labor Panel 
has issued a ruling under terms of which short line railroads 
not parties to the agreements with the operating and nonoper- 
ating rail employe unions are permitted to increase wages of 
their employes to the extent set forth in those agreements, 
without going through the formalities of filing notices or appli- 
cations with Mr. Leiserson as chairman of the panel or await- 
ing his approval. 

Chairman Leiserson said he acted under the authority 
granted him with respect to rail wage adjustments by the Pres- 
ident’s executive order No. 9299, issued February 4, 1943. He 
said his ruling was not to be construed as directing or ordering 
any carrier to grant an increase in any amount. Wage adjust- 
ments permissible without prior notice to him and without his 
approval would have to be “in accordance with” the terms of 
the “op” and “non-op” agreements, he said. 

The special emergency board composed of Elwyn R. Shaw, 
Walter C. Clephane and Richard F. Mitchell, appointed by 
President Roosevelt to investigate and report on the non-oper- 
ating employes’ dispute, wrote a letter to the President, advis- 
ing him of the agreement reached between the railroads and 
the non-operating employes. No other report would be made, 
said Board Member Clephane. C. A. Miller, general counsel of 
the American Short Line Railroad Association, said that, gen- 
erally, the short lines were entering into agreements with their 
employes providing for the wage increases agreed to by the 
Class I railroads and their employes. 


e B ca a 

Binding Wage Decisions Urged 

At least in time of war “the force of compulsion” ought to 
be provided for decisions of emergency boards in railroad labor 
disputes, R. V. Fletcher, vice president, Association of American 
Railroads, said January 26 in New York, N. Y., at a dinner of 
the Economic Club of New York at which Joseph B. Eastman, 
director of the Office of Defense Transportation, and J. J. Pel- 
ley, president of the A. A. R., were guests of honor. 


Before submitting his views as to settlement of railroad 
labor disputes, Mr. Fletcher said Mr. Eastman ‘“‘commands the 
confidence of the country as a wise and disinterested adminis- 
trator, who works at his tasks wifh astonishing diligence, who 
brings to his exacting duties a wealth of rich experience and 
who impresses all of us with his poise, his freedom from nar- 
row prejudices, his unfailing courage and his sincere devotion 
to the highest ideals of public service. He has grown in stature 
with the march of the years and the seasoning of experience 
has hammered him in such a fashion as to give him that prac- 
tical conception of men and affairs so essential to the success- 
ful handling of important issues. All of us connected with 
transportation instinctively look to him for guidance, with 
absolute confidence in his integrity and trusting implicity in 
his ample endowment of common sense. Among other qualities 
that excite admiration is his capacity for clear statement, 
couched in simple language that all of us can understand. He 
eschews the use of vague and obscure generalities, as charac- 
teristic of many so-called leaders of public opinion, who seem 
to strive to leave us in a foggy atmosphere of uncertainty as to 
real objectives.” 

Turning to Mr. Pelley, Mr. Fletcher, alluding to his ap- 
pointment as head of the A. A. R. in 1934, said that in the 
depression period Mr. Pelley “kept his head and pursued the 
even tenor of his way, surmounting immense difficulties through 
the exercise of patience, tact and skill.” Later, he said, the 
railroads’ contribution to the war effort was brought about 
under Mr. Pelley’s wise and intelligent leadership. Mr. Pelley, 
he continued, played a conspicuous part in the recent labor 
difficulties and “was of invaluable aid at every stage of the 
controversy.” 

“His efforts in the direction of finding a solution of the 
vexing questions that were present were immensely assisted by 
the fact that he enjoyed in the fullest the absolute confidence 
of the President of the United States, the ranking officers of 
the army, the directors of war mobilization and economic 
stabilization, the committee representing management and the 
leaders of the organized railroad brotherhoods,” said he. “All 
of these agencies knew that Mr. Pelley was always fair, always 
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frank, always truthful, always well informed, always trust- 
worthy.” 

His reference to the “recent labor disturbance,” said he, 
led him to offer a few observations on the subject of labor 
relations in the railroad field in the period of the war. He said 
he spoke only for himself—not as the organ of the industry or 
in any representative capacity. His remarks, in part, with re- 
spect to the rail labor situation follow: 


For years, the press has teemed with references to the railway 
labor act and its admirable machinery for settling controveries as to 
rates of pay and working conditions. Reference is made constantly to 
the fact that as a result of its beneficent operation, there has been no 
serious interruption of traffic as a result of strikes for nearly twenty- 
two years, the last serious difficulty of this nature being in 1922, when 
a nation-wide strike occurred among the mechanical forces on the roads. 
That strike resulted from dissatisfaction with the decision of the old 
labor board, created by the legislation of 1920. ... 


Theory of Labor Act 


The theory of the railway labor act is that. there should be no 
provision for decisions that either party is legally bound to accept. 
It provides for conferences, mediation, arbitration and fact finding. 
The law prohibits strikes or lock-outs until the procedures prescribed 
in the act have been followed through. If negotiations on the properties 
fail, as they nearly always do, the Mediation Board steps in and en- 
deavors to compose the differences by friendly negotiation. In no 
major dispute in recent years have these mediating efforts been suc- 
cessful. When the futility of further mediation efforts becomes appar- 
ent, it is the duty of the Mediation Board to endeavor to bring about 
an agreement to arbitrate by a board of three or six, composed of 
neutral and partisan arbitrators. Neither party is obliged to agree 
to arbitration, but if there is an agreement tq arbitrate, the decision 
of such a board is binding upon both parties to the dispute. It is 
interesting to note that in every nationwide labor dispute that has 
arisen in recent years, management has invariably agreed to arbitrate 
and labor has just as consistently refused. It is my understanding that 
this attitude on the part of labor is due to the fact that it is the 
settled policy of the unions to agree to no type of procedure that will 
prevent it from exercising its economic power, which is an euphonious 
reference to the privilege of striking. If arbitration is not accepted by 
the parties and the Mediation Board, looking at the picture as a whole, 
believes there is danger of an interruption of traffic, the President 
is notified and he appoints an emergency board, charged with the duty 
of ascertaining the facts and making recommendations to the President 
as to the right of the matters in controversy. 


This is the board which has always functioned in the case of major 
labor disputes arising since the passage of the railway labor act. As 
I have pointed out, the conclusions of this board are not binding upon 
the parties. As a matter of fact, the conclusions have not always been 
accepted. In 1938, the carriers proposed a reduction in rates of pay 
which the emergency board disapproved; the carriers acquiesced. But 
in 1941, when an emergency board recommended increases which were 
unsatisfactory to the employes and a strike was called by the leaders 
of labor to enforce their demands, the strike was averted only as a 
result of an agreement by management to pay more than the emergency 
board thought justified, which agreement grew out of the mediatorial 
efforts of the President of the United States and the members of the 
emergency board functioning as mediators. 

In the latest dispute, coming to a climax late in 1943, the award 
of the emergency board as to the wages of the non-operating brother- 
hoods was, after some delay, accepted by both men and management, 
only to be rejected by the Director of Economic Stabilization as being, 
in his opinion, not in accord with the standards of the stabilization act 
as interpreted by the War Labor Board. In the case of the operating 
unions, the award of the emergency board was rejected by the unions 
and accepted by the carriers. But in justice to the unions involved, 
it should be stated that this decision reflected the views of the stabil- 
ization director, rather than the independent views of the members of 
the emergency board. It is safe to say that the machinery of the act 
would have been sufficient to settle the controversy amicably, if the 
stabilization director had not intervened. 


This is by no means to say that his action was necessarily unjusti- 
fied. If the stabilization act called for his intervention, unquestionably 
it was his duty to act. Whether the stablization act actually applied 
to railroads may be the subject of a lively lawyers’ debate. 

To me it is clear that a recurrence of what lately happened should 
not be permitted and that it should be prevented at all costs, even if 
legislation is necessary. In fact, the non-operating brotherhoods, after 
there had been an agreement between employers and employs, asked 
Congress to approve the settlement by special enactment. A bill to that 
effect passed the Senate but has been delayed in the House. That body 
has under consideration a bill to prohibit interference by the stabiliza- 
tion director. Or in other words, the suggestion is that all -railroad 
labor controveries should be worked out under the machinery of the 
railway labor act, without reference to provisions of the stabiliza- 
tion act. 

There is something to be said for this point of view. Certainly, 
the entrance of the stabilization director into the theater of action did 
not result favorably, either from the viewpoint of good labor relations, 
or in relation to the problem of inflation. For a long time, the legis- 
lative tendency has been to regard transportation, and particularly the 
railroads, as deserving of treatment other than that accorded to indus- 
try generally. Thus railroads have their separate systems of retire- 
ment and unemployment allowances; they compensate for injuries 
without reference to the ordinary workmen’s compensation acts; they 
have this special plan for disposing of labor controveries about which 
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we have been talking. It may be plausibly argued, therefore, that this 
historical difference in treatment justifies the proposal. 
Binding Judgments 

But if the railroads are to be governed in the matter of wage dis- 
putes solely by the procedure of the railway labor act, at least for the 
war’s duration, the judgments of the fact finding board should be 
final, conclusive and binding on all the parties. As the law stands 
now, either party is privileged to ignore the judgments of the 
emergency board. Without raising any question as to the fairness and 
adequacy of such an arrangement in normal times, and realizing the 
force of objections to any law that arbitrarily controls either individual 
or collective action, it seems to me that in time of war, when sacrifice 
is the watchword of the nation, the legislative body may well provide 


that the decisions of the arbitral body shall have the force of com- 
pulsion. 


Nor do I believe that the nation’s policy of stabilization in the 
interest of avoiding inflation would be grievously wounded by leaving 
all matters at issue to the judgment of a board organized under the 
railway labor act. If competent and patriotic men are selected to 
make the decisions, it cannot be assumed that they will disregard the 
interests of the nation in this very important matter of price control. 
Indeed, the board that gave the eight cent award in the recent case 
of the non-operating unions expressly recited in its judgment that due 
consideration had been given to the provisions of the stabilization act 
and the executive orders interpreting and applying it. If it should be 
concluded that an expert in stabilization should participate in the 
hearings and decisions, it may very well be provided that the stabiliza- 
tion director or his selected representative should sit upon the arbitral 
board, with power to vote, though not to veto. 


Compulsory Arbitration 

If it be thought that such authority is inconsistent with the general 
theory as to the function of a presidential emergency board, consid- 
eration might be given to making arbitration compulsory, with the 
stabilization office represented as an additional arbitrator. In this 
connection, ail who are interested in the question may profit by reading 
the unanimous opinior of the Supreme Court of the United States in the 
Toledo, Peoria and Western case, in which the court, only ten days ago 
refused to allow a court of equity to enjoin acts of violence by strik- 


ing employes, solely on the ground that the railroad had refused to 
arbitrate. 


Whether the views I have expressed are sound or not, something 
should be done to prevent another like Comedy of Errors, which but 


for good luck and the good sense and cool judgment of some of the 
participants might well have become a Tragedy of Errors. 


Remarks by Eastman 


Following a brief review of transportation under wartime 
conditions, Mr. Eastman was asked whether he thought the 
railroads could operate at a profit under the present scale of 
wages and the proposed tax laws for the duration of the war 
and in the postwar period. Mr. Eastman replied that the 
question related to the future and that he had found it dan- 
gerous to give categorical answers as to the future. He said 
his guess was that the railroads would be able to operate at a 
profit so long as the present volume of traffic continued. He 
pointed out that a railroad was a service company and that its 
prosperity depended on the prosperity of the companies it 
served. The volume of traffic the railroads would get in the 
postwar period, said he, would depend a great deal on the 
=" of the country in maintaining production at a top 
imit. 

He said that, furthermore, the railroads would still have to 
meet competition and that he was sure they would meet 
competition from improved vehicles, although he felt that there 
would be improvements in rail equipment also. He pointed 
out also that there was a great deal of wartime traffic that the 
railroads could not hold in normal times; that they were get- 
ting transcontinental traffic because the intercoastal and Pan- 
ama Canal boats “were out.” In normal times, he said, the 
oil traffic for the eastern seaboard would go through the pipe 
lines or by tankers, and that the railroads were carrying a 
tremendous volume of passenger traffic they could not hope 
to hold when the people again had the use of passenger cars and 
a liberal supply of gasoline. 

In his review of wartime transportation, Mr. Eastman 
said he was in the anomalous position of having responsibility 
for the performance of transportation in the successful prose- 
cution of the war but that, at the same time, he was not run- 
ning any form of transportation. That, he said, had been left 
in the hands of the private managers, and added that he could 
himself join in the applause that had greeted his remark. 

Mr. Eastman likened the various forms of transportation 
to “wards,” each of which, he said, had performed very well. 
He paid tribute to the job that the trucks were doing and said 
that, if his audience would give the matter a moment’s thought, 
they would see how basically important truck transportation 
was to the nation. 

As to the railroads, Mr. Eastman said they were doing a 
fine job in the face of great difficulty. He said he had been 
told, as an example, by an officer of the Pennsylvania that 
that road’s service flag showed about 44,000 stars representing 
that many employes taken for military service. Mr. Eastman 
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said it was not possible to take those men out of rail service 
and expect to replace them with employes as efficient, and 
added that this was a situation faced by all of the railroads. 

Referring to the recent strike threat, he said Mr. Pelley 
had told him that throughout the controversy he had checked 
up the matter of possible let-downs on the part of employes, 
and that there had not been one such instance. Not only man- 
agement and the employes, said Mr. Eastman, were respon- 
sible for the fine performance of the railroads, but that shippers 
had helped also. 

Mr. Eastman traveled from Washington to New York on an 
electric locomotive of the Pennsylvania road. He said it was 
the shortest trip he had.ever made to New York, or seemed 
to be so, because of its great interest. 


Labor Import and Railroads 


As reported by the Senate appropriations committee, H. J. 
Res. 208, making an appropriation to assist in providing a 
supply and distribution of farm labor for 1944, has been 
amended to include an appropriation of $1,359,200 for the War 
Manpower Commission, to enable that commission to provide 
for temporary migration of workers from foreign countries 
within the western hemisphere to the United States for in- 
dustrial employment. In the printed hearings on the resolution, 
it was indicated that the industrial employment in question 
would embrace railroad maintenance work. 

The resolution, as reported, would appropriate, also, 
$35,000,000 for use by the War Food Administrator in “pro- 
viding an adequate supply of workers for the production and 
harvesting of agricultural commodities essential to the prose- 
cution of the war.” An unspecified part of that sum would be 
spent for interstate and intrastate transportation of groups of 
workers. Transportation of farm workers from other countries 
in the western hemisphere, and return, also is provided for. 

Testimony by George Cross, acting assistant director of 
the War Manpower Commission, in the hearings on the resolu- 
tion showed that about 18,000 workers had been brought into 
this country from Mexico for work on U. S. railroads and 
that the railroads, in that instance had paid the entire cost of 
the transportation. Senator Hayden, of Arizona, said Mexico 
had no engines or cars available to “bring them out” and that 
the U. S. railroads sent their equipment into Mexico and trans- 
ported the workers to the United States. He said that in the 


case of agricultural labor the federal government bore the. 


entire cost of movement from the foreign country into this 
country and return; and that, in the case of workers imported 
for employment in U. S. industries, the federal government 
paid the sea transportation (if the workers were brought from 
Guatemala or Honduras or other points inaccessible by rail) 
and the employer paid the rail transportation within the United 
States. Mr. Cross observed that “this bill covers railroads,” 
and Senator Hayden commented that “the railroads don’t own 
ships they can send to Honduras.” Mr. Cross said that many of 
the prospective employers of the “imported” workers had 
expressed their willingness to pay the rail transportation costs 
within the United States. 

Senator Hayden placed in the record of the hearings ex- 
cerpts from a letter, written by Federal Security Administrator 
McNutt on December 13, 1943, relating to the shortage of rail 
maintenance workers. The letter included a table showing that 
24 designated railroads had requested a total of 40,406 Mexican 
nationals and contained the statement that “we have been able 
to meet only one-half of the needs of the railroads for im- 
ported labor.” It was stated, also, in the letter that the rail- 
roads had indicated a willingness to assume the financial and 
other obligations involved in the use of foreign workers, and 
that the railroads that filed reports with the Railroad Retire- 
ment Board showed unfilled labor needs, as of November 1, 
1943, of 81,035 workers for all occupations in the maintenance 
of equipment and stores and maintenance of way and structures. 


WESTERN RAIL MANPOWER COMMITTEE 


The Western Association of Railway Executives has cre- 
ated a committee to study manpower problems on the western 
railroads and to present them to “appropriate government 
officials” in the hope of some remedy from agencies dealing 
with the matter. The resolution creating the committee says 
that there is a general shortage of manpower on the western 
railroads that has become critical in some areas and that the 
facts should be developed and presented personally by the 
committee to “those responsible for the war effort and the 
maintenance of the civilian economy.” 

Members of the committee are J. D. Farrington, chief 
executive officer, Chicago, Rock Island and Pacific; R. L. 
Williams, chief executive officer, Chicago and North Western, 
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and Wilson McCarthy, 
Western. 

According to Mr. Farrington, the committee has already 
set about making a survey of the manpower situation. Under 
the terms of the resolution creating it, he said, the committee 
planned to go to Washington when the facts had been tabulated, 
but it was not prepared as yet to say when it would be ready 
to make such a trip or before what governmental officials it 
would seek to lay them. The assumption was that an attempt 
would be made to convince the War Manpower Commission and 
the Selective Service Office to make changes in regulations to 
prevent further withdrawal of essential skilled manpower from 
the western railroads. ‘ 


trustee, Denver and Rio Grande 


House Group’s Criticism of W. L. B. 


Powers of the National War Labor Board to grant, with- 
out review by the courts, money awards for unlimited sums 
for past services rendered and already paid for and to establish 
the principle that the ability of the employer to pay any wages 
that the board’s fancy dictated was immaterial and not to be 
considered could, if unrestrained, lead to destruction of “the 
elementary rights of private property and private enterprise,” 
said the House select committee to investigate executive 
agencies, in a report issued January 26. 

The committee, headed by Representative Smith, of Vir- 
ginia, recommended legislation to prohibit the carrying into 
effect by the War Labor Board of the policies to which the 
committee objected. 

The board has awarded retroactive wage increases in many 
truck wage cases handled by it and by its Trucking Commission. 


“The board takes the position,” said the committee, “that it 
has the right not only to fix future wages but to render a money 
award for back wages for services already rendered and paid 
for without affording the employer an effective right of judicial 
review. The board has placed no limitation upon itself in the 
exercise of this assumed power and .. . has rendered judg- 
ments running into large sums of money. It is entirely prob- 
able that in some instances the board may drive employers 
into bankruptcy, on the theory ... that the board regards 
employers’ inability to comply with its judgments as im- 
material.” 

In compelling employers, under threat of property seizure, 
involuntarily to enter into contracts containing union security, 
check-off, and arbitration provisions, the W. L. B. violated the 
due process guaranty of the Fifth Amendment, the committee 
charged. The committee did not specifically mention the board’s 
handling of the Toledo, Peoria & Western labor dispute. 


The committee report included the following observations: 


Notwithstanding the pledge made by representatives of labor to the 
President at the White House on December 23, 1941, in the two years 
ended December 31, 1943, when the no-strike pledge was in effect, and 
notwithstanding the National War Labor Board’s directives ordering 
maintenance of union, check-off of union dues, and compulsory arbi- 
tration of employes’ grievances, labor’s strike record has been 5,438 
strikes, 21,500,000 man-days of idlenes, and 4,991,500 striking workers. 


The report was signed by five members of the committee. 
Two other members concluded, in a minority report, that the 
W. L. B. had not exceeded authority “duly granted by Con- 
gress itself.” 


Rail Manpower Problem 


Commissioner Johnson has circulated to a number of peo- 
ple, including Major General Lewis B. Hershey, director, Selec- 
tive Service System, a letter dated from Chicago, Ill., and signed 
“A railroader and stockholder whose primary interest is win- 
ning the war and getting our boys home by Christmas, 1944,” 
calling for an immediate halt in the induction of railroad men 
into the armed services, regardless of their jobs. 

In his covering letter, Commissioner Johnson said that, al- 
though unsigned, the letter appeared to have been written by 
“a practical man who has given considerable thought to the 
most serious problem now confronting our railroads, namely, 
the manpower situation. In my opinion the writer of this letter 
has not exaggerated the seriousness of the situation, nor do I 
think it would have been possible for him to do so.” 

The writer said that everybody but Commissioner Johnson 
had been viewing the transportation personnel situation through 
rose-colored glasses, adding that “somebody is going to be em- 
barrassed if we have a serious transportation breakdown by 
virtue of letting the Selective Service System draw experienced 
railroad employes off their jobs to spend their time learning 
the rudiments of the manual of arms to enable them to serve in 
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an infantry reserve and be held virtually inactivated for unfore- 
seen contingencies.” 

The Selective Service System, said he, had no interest in 
the maintenance of an efficient transportation machine, but 
simply the “blind fulfillment of their obligation under the act 
to provide men for the armed services.” The average railroad 
worker up to 38 years of age needs to get the draft off his mind 
and concentrate on railroading, said the writer. A speedy plan 
that would keep all experienced railroad men on the job would 
create incentive for even greater performance throughout the 
railroad industry, he said, and, more important, would decrease 
turnover at a time when maximum human performance and 
loyal service were needed as never before. 

In the last four months, Class I railroads had lost 25,000 
workers, he said, pointing out that employment had dropped 
in November. 

“We are told by reliable authorities that we have reached 
the peak in our war production,” said the writer, “that cut- 
backs are actually in progress, and that from now on it will be 
a battle of transportation. Why not meet the Selective Service 
requirements from the industrial production fields, where there 
have already been so many deferments from the armed serv- 
ices, and do some large-scale deferring for the transportation 
industry, which will be the vital field from now on? Railroad 
transportation will continue to be vital until every last man is 
carried back to his home, long after the guns cease firing.” 

The letter was addressed to Director Eastman, of the Office 
of Defense Transportation, and to Commissioner Johnson, and 
copies had been sent to Senator Truman, General Gross, and 
several editors. 


RAIL RETIREMENT LEGISLATION 

Senator Wheeler, of Montana, has introduced S. J. Res. 
109, extending from June 30, 1943, to June 30, 1945, the period 
within which employes subject to the railroad retirement act 
of 1937 and others in possession of data required by the Rail- 
road Retirement Board to establish service and compensation 
prior to January 1, 1937, shall continue to furnish reports with 
respect to such data to the board currently as completed, and 
be compensated therefor. 


“WOMANPOWER” ON RAILROADS 


A comprehensive report demonstrating where womanpower 
can be efficiently used in jobs normally held by men, based on 
a study of a typical American railroad, is now ready for dis- 
tribution, the Office of Defense Transportation has announced. 

As many as 164,000 women, the report said, could be em- 
ployed on Class I railroads before the end of 1944—61,000 more 
than they now have—if all such roads would increase the num- 
ber of women employes to 12 per cent of their total payroll. On 
four of the nation’s major railroads the proportion of women 
employed was already 12 per cent or more, but the percentages 
on all Class I roads ranged from a high of 13.3 to a low of 2.8, 
the O. D. T. said. 

Copies of the publication, entitled “Survey of Jobs Suitable 
for Women on Railroad A,” may be obtained without charge 
from the Office of Information, Office of Defense Transporta- 
tion, Washington 25, D. C. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,367,203 employes as of the 
middle of October, 1943, and total compensation for that month 
of $285,355,933, according to a compilation of wage statistics 
of these roads, statement M-300, prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

The employment was an increase of 45,499, or 3.44 per cent, 
over the number reported for October, 1942. The total number 
of hours paid for was 4.52 per cent greater and the total com- 
pensation was 7.19 per cent greater in October, 1943, than in 
October, 1942. A comparison of the number of employes who 
received pay in the month with the total hours paid for, showed 
218 hours an employe in October, 1943, and 214 hours in Octo- 
ber, 1942. Employes paid on an hourly basis in October, 1943, 
received pay for 32,232,230 hours of overtime, which was 12.03 
per cent of the straight time paid for. The corresponding per- 
centage for October, 1942, was 7.42. 

Compensation for “time paid for but not worked” for 
October, 1943, was reported as follows: Executives, officials, 
and staff assistants, $57,007; professional, clerical, and general, 
$1,804,919; maintenance of way and structures, $311,175; main- 
tenance of equipment and stores, $1,634,591; transportation 
(other than train, engine, and yard), $493,114; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $118,511. 

In the train and engine service, compensation for October, 
1943, was reported as follows: Straight time actually worked, 
$58,520,082; straight time paid for, $69,763,599; overtime paid 
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for, $6,279,270; constructive allowances, $2,992,881; total, 
$79,035,750. Miles actually run totaled 578,358,387 and miles 
paid for but not run totaled 66,463,338. 


Motor Conservation 


Director Eastman, of the Office of Defense Transportation, 
has congratulated a group of Indiana and Ohio contract motor 
truck operators on the “excellent” conservation results they 
have achieved as participants in the only joint-action plan yet 
approved by the O. D. T. for over-the-road transportation com- 
posed entirely of motor contract carriers. 

The participants in the plan, the O. D. T. was informed 
by R. D. Allisbaugh, chairman of the group, handled 880 truck- 
loads of paper products in 1943, aggregating 13,658,151 pounds, 

Through cooperative arrangements embodied in the plan, 
the contract carriers saved 127,042 truck miles in the year, 
with proportionate savings in vehicles, tires, gasoline, man- 
power and replacement parts, it was stated. 

“The excellent showing of the members of this contract 
motor carrier pooling plan,” said Mr. Eastman, “clearly demon- 
strates the importance of these cooperative arrangements in 
conserving vital motor truck equipment, and should encourage 
others to adopt similar conservation plans.” 

Carriers participating in the plan, the O. D. T. said, were: 
Allisbaugh Trucking Co., Brown Trucking Co., Urschel Truck- 
ing Co., all of Wabash, Ind.; M. C. Trucking Co., Anderson, 
Ind.; Zimmerman Trucking Service, Knightstown, Ind.; Sohn 
and Son, Carthage, Ind., and R. E. Dieckbrader, Cincinnati, O. 

By amendment No. 6 to General Order O. D. T. 3, Revised, 
as amended, the Office of Defense Transportation has broadened 
in two respects the joint-action conservation program for over- 
the-road common carriers by motor truck. 

Among the methods hitherto permitted, carriers were per- 
mitted to “alternate or stagger schedules between two or more 
points.” The amendment says carriers may “alternate, stagger, 
or coordinate”’ such schedules. 

The amendment also added a provision to the effect that 
carriers might ‘‘suspend service in respect of shipments in less- 
than-truckload lots between two or more points.” 

The amendment was made effective Jan. 25. 

Coordinated operations plans have been authorized by the 
O. D. T. in the following orders: Supp. order O. D. T. 20A-60, 
taxicab, in the Hinesville (Ga.) area; supp. order O. D. T. 
20A-61, taxicab, in the Kent (O.) area; supp. order O. D. T. 3, 
rev. 148, common carriers, between Tulsa and Chelsea, Okla.; 
supp. order O. D. T. 3, rev. 149, common carriers, between San 
Antonio and Marion, Tex.; supp. order O. D. T. 3, rev. 150, 
common carriers, between points in Nebraska; supp. order O. D. 
T. 3, rev. 151, common carriers, between Kansas City and St. 
Louis, Mo.; supp. order O. D. T. 3, rev. 152, common carriers, 
between points in Illinois and Iowa; supp. order O. D. T. 3, 
rev. 153, common ‘carriers, between Syracuse and Oswego, N. 
Y.; supp. order O. D. T. 3, rev. 154, common carriers, between 
Patchogue and New York, N. Y.; supp. order O. D. T. 3, rev. 
155, common carriers, between Kansas City, Mo., and Salina, 
Kan.; supp. order O, D. T. 3, rev. 157, common carriers, between 
points in Oregon, Washington and Idaho; supp. order O. D.'T. 
3, rev. 158, common carriers, between points in Nebraska and 
Iowa; supp. order O. D. T. 3, rev. 159, common carriers, between 
points in Nebraska; supp. order O. D. T. 3, rev. 161, common 
carriers, between points in Nebraska; supp. order O. D. T. 3, 
rev. 160, common carriers, between points in Nebraska; and 
supp. order O. D. T. LB-15A, common carriers, passenger, in 
Phoenix (Ariz.) area. 


0. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of Herschel A. Hollopeter, of Indianapolis, Ind., as 
an associate director of the division of railway transport, in 
charge of the O. D. T.’s shipper transportation advisory com- 
mittees. Mr. Hollopeter, traffic director of the Indiana State 
Chamber of Commerce since 1937, is on loan temporarily to 
the O. D. T. He will undertake to see that a more effective 
use is made by the various O. D. T. divisions of recommenda: 
tions made by the advisory committees. Mr. Hollopeter wil: 
make his headquarters in the offices of the Interstate Com- 
merce Commission in Washington, and will carry on his work 
to a large degree through field contacts with the committees. 
He is a member of the board of directors of the National In- 
dustrial Traffic League, and chairman of its committee on rate 
construction and tariffs. 

The O. D..T. has appointed Fred A. Schleifer, traffic man- 
ager of the Franklin Coal Corporation, Chicago, an associate 
director, division of railway transport, in charge of the move- 
ment of coal. He succeeds Samuel S. Bruce, who has returned 
to his position as general traffic manager for Koppers Co. 
Pittsburgh, Pa. 
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Early Freight House Closing 


A number of shippers and representatives of trucking com- 
panies appeared before the Chicago advisory committee to the 


0. D. T., January 25, to oppose a proposal for 4:00 p. m. closing‘ 


of railroad freight houses in the Chicago metropolitan area. 
c. A. Lahey, vice-president, The Quaker Oats Company, chair- 
man of the advisory committee, presided. 

Railroad representatives said that early closing of freight 
houses was necessary because of the current manpower short- 
age. They explained that, at present, much of the merchandise 
freight delivered to those houses between 4:00 and 5:00 p. m. 
remained on the floors of the houses until loaded in cars on 
the following morning. If that freight were delivered to the 
freight houses in the morning, they said, it could be transferred 
directly from the trucks to the cars, saving much labor. Other 
advantages would result from the additional hour allowed for 
loading the freight cars in the evening, it was pointed out, and 
delays which sometimes occurred, under existing conditions, 
in the making-up and dispatching of trains would be minimized. 

It was reported that a 4:00 p. m. closing rule, adopted in 
the Twin Cities last fall, had resulted in much labor saving 
and delay avoidance. Before the adoption of that rule, it was 
said, between 15 and 20 per cent of all the merchandise freight 
delivered in the day remained on the freight-house floors over- 
night. This, according to a report of the results, had been re- 
duced to practically nothing. 

S. L. Felton, general traffic manager, Acme Steel Company, 
chairman of a committee of the industrial traffic council of 
the Chicago Association of Commerce instructed to oppose the 
proposal (see Traffic World, January 15, p. 157), said that the 
earlier closing of freight houses would require a complete 


® change in his company’s system of doing business, under which 


mail orders were filled and shipped the day of receipt. Other 
shippers said the net effect would be to transfer the overnight 
storage of merchandise freight from the freight houses to 
their own shipping departments and that, so far as freight house 
operations were concerned, the only result would be to shift 
the peak load from the evening to the morning. Shippers who 
operated their own trucks also insisted that early closing of 
freight houses would result in inefficient use of that equipment 
because trucks were now loaded to capacity with goods for 
more than one freight house and could not make final delivery 
until after 4:00 p. m. It would therefore be necessary to send 
them out on their afternoon trips only partially loaded, they 
said. 

Truck operators also pointed out that difficulty and added 


® that the early closing would not infrequently require the hold- 


ing of trucks and trailers under load all night without assur- 
ance that they would be promptly unloaded in the morning. 
Where trucks had to be at freight stations for morning delivery, 
it was pointed out, they would not be available for use in local 
delivery service in the forenoon hours. i 

Mr. Lahey said the committee would take under advise- 
ment the recommendation it should make to the Office of De- 
fense Transportation in the Matter. 


IDAHO POTATO SHIPMENTS 


The Office of Defense Transportation has denied published 
reports that shipments of Idaho potatoes have been limited to 
100 cars a day because of an O. D. T. order. Although the 
supply of refrigerator cars was becoming increasingly tight in 
all parts of the country because of a seasonal upswing in per- 
ishable loadings, said O. D. T. officials, no steps had been taken 
to curtail the number to be furnished Idaho potato shippers, 
— 224 cars as having moved from that area on one recent 
ay. 


MERCHANDISE TRAFFIC POOL 


Director Eastman of the Office of Defense Transportation 
has issued supplemental order O. D. T. 1-2, granting authority 
to pool merchandise traffic to the Wabash, the Santa Fe, the 
Union Pacific and the Southern Pacific, as contemplated by 
general order O. D. T., as amended. The material part of the 
order, effective January 25, follows: 


1. Wabash Railroad Company shall load and forward a merchandise 


» car, or merchandise cars, from St. Louis, Mo., to Los Angeles, Calif., 


and San Francisco, Calif., via Henrietta, Mo., or Kansas City, Mo., on 


) Six days of each week. 


2. The routes of movement of such merchandise cars shall be alter- 
nated daily so that on three days of each week merchandise cars shall 
be forwarded by the Wabash Railroad Company from St. Louis, Mo., 
to Los Angeles, Calif., and San Francisco, Calif., over the following 
Toutes: (a) Wabash Railroad to Henrietta, Mo., and Atchison, Topeka 
and Santa Fe Railroad to Los Angeles; (b) Wabash Railroad to Kansas 
City, Mo., and Union Pacific Railroad to Los Angeles; (c) Wabash Rail- 
Toad to Henrietta, Mo., and Atchison, Topeka and Santa Fe Rallroad to 
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San Francisco, and (d) Wabash Railroad to Kansas City, Mo., Union 
Pacific Railroad and Southern Pacific Company to San Francisco. 

3. Wabash Railroad Company shall disregard routing instructions 
with respect to merchandise traffic tendered to it for transportation 
from St. Louis, Mo., to Los Angeles, Calif., or San Francisco, Calif., 
over any route shown herein when the disregarding of such routing 
instructions is necessary to permit the forwarding of the traffic in 
the first merchandise car departing from St. Louis to Los Angeles or 


San Francisco, as the case may be, over any route shown in paragraph 
2 hereof. 


MERCHANDISE CAR SCHEDULES 

The O. D. T. division of railway transport, division of traffic 
movement, has issued a statement of 15 sheets listing regular 
merchandise cars from New England origins to points outside 
of New England and to differential transfers in New England. 

Director Eastman, in a letter to Edward F. Lacey, execu- 
tive secretary of the National Industrial Traffic League, said 
that as an aid to shippers, his office was preparing lists of all 
the scheduled merchandise car lines (other than local cars) now 
in operation in the various geographical territories. The New 
England list is the first to be made available. The O. D. T. has 
issued the second of its statements on merchandise car sched- 
ules. It covers origins in the state of New York and Jersey 
City, N. J., to various points in the United States. Mr. Eastman 
asked Mr. Lacey to distribute the lists among his membership, 
urging them to take advantage of these established car lines 
by routing their 1. c. 1. freight in such manner as to eliminate 
unnecessary transfer handling and crosstown movement. 

“In order to operate many of these car lines, especially 
those established by the Office of Defense Transportation,” said 
Mr. Eastman, “it was necessary to ask the shippers in the area 
affected to agree to unified routings, because only in this way 
could enough traffic be concentrated to justify operation of the 
car. These considerations do not apply to carload freight. While 
shippers should make every effort to use scheduled merchandise 
car lines, that is no reason why they should not continue to 


— their carload freight in the same manner as they are now 
oing.” 


Eastman on Federal Control 


““A very common reaction at present is to draw a violent 
contrast between government operation of the railroads in the 
last war, which is stigmatized as a horrible failure, and private 
operation of the railroads and all other forms of transportation 
in this war, which is painted as a brilliant success,” said Director 
Eastman, of the Office of Defense Transportation, in an address 
January 21 before a joint meeting of the American Economic 
Association and the American Political Science Association in 
Washington, D. C. 

“I do not wholly endorse this comparison, at least the first 
part, and it happens that in both instances I am well acquainted 
with the facts from close personal observation.” 

Mr. Eastman said the railroads were taken over by the 
government in the last world war because of confusion and 
congestion with respect to operations, and because prices had 
risen so steeply that a large wage increase was deemed in- 
evitable, “and in light of these conditions it was equally clear 
that private operation, to be successful, would require a large 
increase in rates and fares.” 

“In the immediately preceding years,” he continued, “suc- 
cessive attempts to increase rates had precipitated such bitter 
and long-drawn-out contests before the Interstate Commerce 
Commission, with what the railroads and the financial world 
deemed to be inadequate results, that there was an indisposition 
to try this route again for greater stakes amid the exigencies 
of war. You will recall that upon the taking over of the prop- 
erties, one of the early things that the government did, by 
fiat and without preliminary hearings, was to increase rates and 
fares heavily.” 

“Government operation of the railroads in the last world 
war was not, in my opinion, the failure that it is commonly 
reputed to have been,” he continued. . . . Walker D. Hines, 
the second Director General of Railroads, in his ‘War History 
of American Railroads,’ gave a dispassionate, and to my mind, 
accurate appraisal of accomplishments and defects.” 

In the present war, said he, the policy pursued had been 
to maintain private management and operation of domestic 
transportation. 

“The fact that the railroads were recently in the hands 
of the army was not an abandonment of that policy,” said he. 
“This step was taken, not because of any failure in the policy, 
but to ensure continued operation of the railroads in the face 
of a threatened strike. This episode has proved to be, as I 
felt sure would be so, no more than a temporary interlude. 
Moreover, the management was not in fact changed.” 

In telling his audience of some of the details of the O. D. T. 
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organization and its purposes, Mr. Eastman pointed out that 
certain matters of vital importance to domestic transportation 
were not within the ultimate jurisdiction of the O. D. T. He 
referred to critical materials, wages, prices, rates, manpower, 
fuel for motive power, etc., and the federal agencies having 
to do with them. 

“The whole set-up is, of course, far from perfect, but I 
do not criticize it on the ground that authority over transporta- 
tion is somewhat divided,” said he. “Matters such as critical 
materials, wages, prices, and manpower are of such general 
importance over the whole range of the war effort that they 
cannot wisely be left to individual treatment by commodities or 
services.” 

Commends Private Operation 


In contrast to the situation in the first world war, railroad 
earnings in this war had been “extraordinarily good,” said he. 
He also spoke, as he had frequently heretofore, of “excellent 
performance” of the railroads and the cooperation of shippers. 
Continuing, in part, he said: 


The greatest contributing factor to this excellent performance, I 
am sure, has been the circumstance that management and operation 
have been left in private hands. This does not mean that I am a 
dogmatic opponent of public operation of railroads or other public 
utilities. There are conditions where such operation is wise, and even 
where it may be the only recourse, as many countries have found, 
and as we found in the last World War. The choice is one which 
should be made after a cold-blooded appraisal of conditions, as free as 
possible from prejudice one way or another. In this war, however, 
there was no need, except for the interlude of army occupation, for a 
change from private to public operation. ... 

The faculties of our universities and colleges have contributed much 
personnel to this war work. Somewhat to my surprise, I find that in 
my own organization there are 8 Ph. D.’s. I know they are doing 
capable work, and in general I believe that to be true of the many 
others in Washington with a similar background. The chief handicap 
under which they are apt to labor is inexperience in dealing with the 
public and public representatives as a public servant, and in putting 
theories into practical operation. Even in mechanics, a device which 
seems perfect in the blueprint stage often fails to work out in actual 
practice, and the same is true in an even greater degree of theories 
of political science and economics. 


After the War 


The role of the government, while it will shrink after the war 
is over, will continue, I believe, to be considerably greater than 
it was before the war, and problems of tremendous scope and 
difficulty will be involved. The government will, of course, deal 
imperfectly with these problems, for everything human is imperfect, 
and I sometimes fear that it will not even deal with them well. No 
doubt that is merely the pessimism of age. For what it may be worth, 
however, my judgment is that to deal with them well, we must have 
a better informed and disciplined citizenry and public officials with a 
higher average of sound and strong character. Even when their aims 
are good, they must show less inclination to regard the end as justi- 
fication for the means and more readiness to endanger their personal 
careers in the defense of principles. They must not regard Gallup 
polls and like tests of the public opinion of the moment as controlling 
guides, for often these only prove the need for more general enlight- 
enment. It may be that what we need most is a renaissance of religion 
in some form. Certainly we all stand in great need of prayer, not only 
while this war endures but thereafter. 

Through the close contacts of present wartime experience govern- 
ment, business and labor leaders have learned more about and from 
each other than they ever knew before. Not all of it is good, but such 
contacts breed a mutual understanding which is immensely valuable. 
One thing that these leaders must surely have learned is the great 
degree of similarity, in broad groups of men, of the varying motives, 
intelligence and emotions which control individual action. Another 
is that the best men in these groups must find a way of working to- 
gether for the common good, if we are to make real progress in solv- 
ing our problems. It is far more sensible for all of the sheep to work 
together against all of the goats than for composite groups of sheep 
and goats to war against each other. 


TRUCK FLEET RECORDS 


The Office of Defense Transportation has announced the 
adoption, effective Jan. 25 of a simplified system of record- 
keeping by operators of motor truck fleets relating to mileage, 
motor fuel, loads transported, tire inspection and idle equip- 
ment. 

The action was embodied in amendment No. 1 to adminis- 
trative order O. D. T. 9, permitting fleet operators of property- 
carrying vehicles to keep an integrated record of required 
information for all vehicles in their fleets, rather than for each 
individual vehicle, as heretofore required by the O. D. T. 

Further, the O. D. T. said, where it was not reasonably 
practicable for any holder of a certificate of war necessity 
covering a fleet of property-carrying vehicles to keep a record 
of loads transported, fleet operators might propose to their 
O. D. T. district managers a method for estimating the loads 
transported, and use the method if the district manager ap- 
proved it. 

Continuing, the announcement said: 
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are as follows: y except 
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American Barge Line, Pittsburgh, four; Commercial Barge Line, | As 
Inc., Evansville, Ind., three; Arrow Transportation Co., Paducah, Ky., man, c 
four; Mississippi Valley Barge Line, St. Louis, ten; Central Barge Co., | th d f 
Chicago, six; Marine Transit Co., Chicago, two; Ohio River Co., Cin- = 
cinnati, five; Federal Barge Lines, St. Louis, ten; Mechling Barge Line, Mr. Ez 
Joliet, Ill., four; and George N. Childs, St. Louis, two. reques' 
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JOINT INFORMATION OFFICES Mi 
H. C. Arnot, director of the motor transport division of| a 10 
the Office of Defense Transportation, said, Jan. 27, that the ie ~~ 
O. D. T.’s labor-management committee would be called into he ~* 
conference soon to consider replies of the private and for-hire| ey ei 
carriers to questions raised by labor in connection with the}: — 
1.20 operation of the joint information offices by the 
Mr. Arnot said that, among the questions raised by labor,|’ 
had been some that O. D. T.’s labor-management committee)’ A 
could not pass on because it was not familiar with the pro- their 1 
visions of existing labor contracts. These matters, said he, had} Office 
been referred to the industry committees for their views. A UI 
With reference to the request of the household goods car-|, De, fo 
riers, that the special nature of their operations be given con-|) their 1 
sideration in O. D. T.’s proposed operation of the joint informa-|) hauste 
tion offices, Mr. Arnot said his division was attempting to draw) 0. D. 
up an order that would take the carriers’ representations into! Tt 
consideration. He said he was convinced that it would not be | extent 
necessary to require general commodity hauling by household and b; 
goods carriers, as he felt that, with the number of people who | such r 
were being moved from place to place, it would be possible to } 
keep the household goods carriers fully occupied. 
A. T. A. Committee Action : on 
President Roosevelt may be asked to do something about not cc 
the financial plight in which for-hire motor carriers say they § appro\ 
find themselves due to rising costs of operation and lack of} 0. D. 
sufficient revenue to meet those costs. The executive committee 
of the American Trucking Associations, Inc., has voted to ask 
Director Eastman, of the Office of Defense Transportation, to | 
study the rising costs in the trucking industry and, if convinced TI 
“of its grave financial position,” “to intercede on behalf of § Mestic 
motor freight carriers with President Roosevelt,” and also) Office 
submit any representations in behalf of the industry to Eco- better 
nomic Stabilization Director Vinson and to the National War, M 
Labor Board. The Commission has allowed some of the car-/j Of do: 
riers to increase their charges but not to the extent the car-|) that r 
riers asked. Executive committee members emphasized that by the 
relief was necessary if the industry was to continue to function|§ first h 
efficiently. half a 
The view was held by A. T. A. executive committee mem- D 
bers that the Commission was not as familiar as it ought § receiv 
to be with the emergency problems confronting the industry. § domes 
It was decided that the executive committee should authorize § added 
the appointment of a committee to convey to the Commission Ir 
“the uncertainty and doubts within this industry in regard tof pointe 
the Commission’s attitude toward motor carriers.” was a 
The commtitee decided to ask the Office of Defense Trans: § from 
portation to drop the plan for taking over by the O. D. T. off types 
the joint information offices. The A. T. A. has been opposed§O. D. 
to O. D. T. operation of these offices which were set up for§ freigh 
greater utilization of equipment through marshalling of infor-§ trucks 
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0. D. T. operation would result in “dislocation and confusion” 

within the industry. It is felt further that complications with 

labor would develop as to responsibility of the lessor and lessee 

of motor age gee in connection with application of the pro- 
plan. 

The committee adopted resolutions protesting against any 
increase in tire prices and urging manufacture of a better grade 
of truck tire, and providing for appointment of a committee 
to confer with truck and tire makers. 

A joint committee to study and report on the advisability 
of reorganizing the national classification board and classifica- 
tion procedure was authorized. Establishment of local freight 


- claim organizations also will be urged by the committee. 
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The executive committee approved recommendations of the 
manpower advisory committee urging changes in War Labor 
Board policy and that carriers make every effort to replace 
employes lost as a result of war conditions. “Ability to pay” 
ought to be considered by the W. L. B. Trucking Commission 
in deciding trucking industry labor cases, it was held, and 
the A. T. A. was directed to use its discretion in making repre- 
sentations as to that. It was recommended that the W. L. B. 
freeze, for the duration of the war, working conditions, operat- 
ing practices and contract provisions other than wage scales 


except where local conditions were such that the war drive 
would justify changes. 


As to the request of trucking officials that Director East- 
man, of the O. D. T., intercede with President Roosevelt for 
them for relief if convinced of their “grave financial position,” 
Mr. Eastman said he was studying their situation as they had 
requested and was trying to work out a solution in other direc- 


} tions than submitting the matter to the President. 
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Mr. Eastman pointed out that truck rates were now from 
6 to 10 per cent above rail rates, and that one of the difficulties 
confronting the industry was that any further spread in the 
rates would cause a loss of traffic to the trucks. The loss, said 
he, would most likely be in the higher-rated traffic, as savings 
to shippers would be greater on such traffic. 


TIRES FOR BUSSES AND TRUCKS 

_A reporting system to assist truck and bus operators with 
their tire-procurement problems has been established by the 
Office of Defense Transportation. 

Under this system, bus and truck operators who are eligi- 
ble for tires, but are unable to obtain tire certificates from 
their local War Price and Rationing Boards because of ex- 
eae quotas or other reasons, will report that fact to the 


These reports will enable the O. D. T. to determine the 
extent of regional tire deficits by classes of highway carriers 
and by tire-size groups, and will form the basis for taking 
such remedial action as is deemed necessary and feasible. 


O. D. T. ORDER INTERPRETATION 


The Office of Defense Transportation says that a single 
specific movement by a private motor truck operator to a 
point or points not served by him before Oct. 25, 1943, does 
not constitute a new or extended operation requiring prior 


approval of the O. D. T. under Amendment 6 to General Order 
0. D. T. 17. 


TRANSPORT EQUIPMENT 


The 1943 production of equipment for practically all do- 
mestic transportation facilities was less than desired by the 
Office of Defense Transportation, but the outlook for 1944 was 
better, Director Eastman, said January 25. 

Mr. Eastman explained that the “slippage” in production 
of domestic transportation equipment was due to the fact 
that most of these items were also used in great quantities 
by the armed services. Scarcity of controlled materials in the 
first half of 1943 and tightness of component parts in the second 
half also contributed to the “slippage,” Mr. Eastman said. 


Due to the requirements of the military forces, the O. D. T. 
received inferior preference ratings on component parts for 
domestic transportation equipment, Mr. Eastman said, but he 
added that this situation was corrected by the end of 1943. 

_ In announcing the production totals for 1943, the O. D. T. 
pointed out that a. part of the production in some programs 
was actually authorized in 1942 and represented a carry-over 
from that year. The 1943 production totals for the various 
types of domestic transportation equipment included in the 
O. D. T.’s programs were listed as follows: Locomotives, 830; 
freight cars, 28,790; troop sleepers and kitchen cars, 661; motor 
trucks, 2,699; Truck trailers, 5,623; integral busses, 1,726; tug- 
boats, 75; towboats, 8; steel barges, 54; and wooden barges, 269. 
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Petroleum Transportation 


“The P. A. W. war pipeline program is approaching com- 
pletion, but, although it is an integral part of the new trans- 
portation pattern, it is by no means the whole answer to the 
over-all problem of getting oil to all of the places it is needed,” 
said Petroleum Administrator Ickes in a review of the pipeline 
construction program. 

The 24-inch or “Big Inch” line from Longview, Tex., to the 
east coast, said he, was pumping at its designed rate of 300,000 
barrels a day and exceeding that amount from time to time. 
The line ought to deliver more than 100,000,000 barrels in the 
next twelve months, said he. 

Fourteen of the twenty pipeline projects authorized in the 
P. A. W. program inaugurated twenty months ago, said he, were 
— and, for the most part, in operation by December 31, 

Deputy Administrator Davies said the total estimated pro- 
gram cost was now $270,000,000 of which $187,000,000 was 
financed by the government and $83,000,000 by private industry. 
The total construction mileage authorized was 7,888 miles 
— construction, reversals and conversions totaled 11,734 

es. 

Commenting on the rail tank car movements to the east 
coast, which averaged 671,737 barrels a day the week ended 
January 15, Mr. Davies said: 


The tank car problem actually is a serious one. We are informed 
by the Office of Defense Transportation that the shortage of personnel 
to handle the tank cars and the huge volume of other railroad traffic 
are making it difficult to keep up with the strenuous pace called for in 
our supply program. At the same time, illness has increased in the 
south where mild cases of influenza have incapacitated many railroad 
workers, 

Because of wartime shortages common to all forms of rubber-borne 
transportation, the currently available supply of tank truck equipment 
is not adequate to meet fully the demands for the movement of petro- 
leum products, particularly in distribution from east coast supply ter- 
minals to local storage points. The inadequacy of tank truck facilities 
already has been in large measure responsible for several brief local 
shortages in the southeast. These inadequacies also affect tank car 
operations because in many phases trucks must be replaced with tank 
cars taken from long-distance service. 


The Office of Defense Transportation has announced that 
it is taking immediated steps to speed up the movement of 
petroleum products to the east coast. 

Action to expedite the movement of oil by tank car and 
tank truck was made necessary, O. D. T. officials explained, 
because of a general slowing down of tank car movements and 
an insufficiency of the tank truck fleet due to increased de- 
mands for service and a shortage of new units, parts, and man- 
power. It was also pointed out that there has been a necessary 
withdrawal of tank cars from service into the east coast be- 
cause of imperative requirement of the war effort for other 
movements. 

O. D. T. petroleum transport officials listed the following 
steps which have been taken to effect a greater utilization of 
oil transportation equipment: 


1. A letter from Director Eastman of the Office of Defense Trans- 
portation, calling upon all oil company executives to resume, where it 
has been partially or wholly abandoned, ‘‘very prompt loading and un- 
loading of tank cars and tank trucks 24 hours a day, every day in the 
week, including Sundays and holidays.’’ 

2. Cooperation with the automotive division of the War Production 
Board in obtaining prompt release of new commercial motor vehicles 
to be used in over-the-road movement of petroleum and petroleum 
products. 

3. The assignment at the O. D. T.’s request of 21 Interstate Com- 
merce Commission service agents and 40 Association of American 
Railroads’ car service division representatives to give special attention 
to the movement of tank cars in all tank car movements. 

4. Reissuance by the Association of American Railroads of its order 
of last year requiring that oil traffic be given priority handling next to 
troop movements and other special war traffic. 


“A critical situation exists in petroleum transportation 
which requires action upon the part of all of those concerned 
in it,” wrote Mr. Eastman. “There has been a slow-down in 
the movement and handling of tank cars and tank trucks which 
has resulted in deliveries substantially below those of a few 
months ago in the face of increasing demand to meet direct 
and indirect requirements of the war. 

“This slow-down has resulted in a serious and still grow- 
ing shortage of tank cars and tank trucks which must be cor- 
rected by increasing operating efficiency on the part of ship- 
pers, carriers and receivers. 

“It has been due to a variety of causes with which you are 
no doubt familiar. My office has been diligently working to 
improve operating conditions on the railroads and highways— 
in stimulating the road haul and terminal handling which re- 








286 


sults in the more rapid turn-around of equipment; and in pro- 
viding much needed repair parts and tires for tank trucks as 
= as replacement units, insofar as they can be made avail- 
GBs 5. 2s" 

To aid in relieving the critical tank truck situation, the 
O. D. T. has taken steps to expedite the release of heavy-duty 
trucks and tractors to petroleum transporters under the ra- 
tioning procedure administered by the Office of Defense Trans- 
portation. 

Petroleum Administrator for War Ickes said the current 
nationwide difficulty in obtaining liquefied petroleum gases was 
a temporary one and would be corrected as soon as the spe- 
cially constructed tank cars used to haul these gases could be 
returned to this type of service. Said he: 


Specially constructed tank cars are required to move these products 
from the refineries and natural gasoline plants to the distributing 
centers. In recent months it has been necessary to divert many of 
these tank cars to emergency service for the movement of raw mate- 
rials for synthetic rubber and aviation gasoline, which are urgently 
required for the war program. 

How long this shortage of transportation will last is not definitely 
known. It is hoped that in the near future enough cars will be returned 
to this petroleum service so that more normal delivery services can be 
resumed by the distributors. In the meantime, however, it would be 
wise for consumers to do everything possible to conserve propane and 
butane, to minimize the hardship of those who depend upon these gases 
for cooking, heating and other purposes. 


Rail tank car shipments of petroleum to the east coast 
area the week ended January 22 averaged 683,204 barrels a 
day, as against 671,737 barrels the preceding week, an increase 
of 11,467 barrels a day or 1.7 per cent, according to reports 
received by the Petroleum Administration for War. 

Petroleum Administrator Ickes said that increasingly 
heavier movements of “invasion-bound” petroleum products 
and other war goods and personnel, “plus other critical devel- 
opments in petroleum transportation,” had placed east coast 
civilian oil supplies in a precarious position. 

Deputy Administrator Davies said a two months’ delay in 
getting the “Little Big Inch” pipeline into operation, because 
of defective pipe, had ‘“‘contributed materially to our troubles.” 
He said that a shortage of manpower, rail operating difficulties, 
and diversion of tank cars to other critical oil service and to 
war industries had resulted in curtailed tank car deliveries of 
oil to the east. 

Testing of the western leg of the “Little Big Inch” line, 
from Beaumont, Tex., to Norris City, Ill., had been completed, 
and gasoline had entered the line at Beaumont January 27, 

* Mr. Davies said. 

“Every oil man, railroad man, barge man and everyone 
else who has anything to do with the transportation of petro- 
leum is urged to save every minute in the operation of the 
facilities with which he is concerned,” said Administrator Ickes. 
“We cannot interfere with military movements, and we have 


got to get every ounce of work out of the facilities that are 
left to us.” 


GASOLINE RATIONING 


The Office of Price Administration has announced that it 
has established a procedure under which trucking companies, 
farmers and other bulk users of gasoline may replenish losses 
from their storage facilities resulting from fire, theft, accident 
or “other extraordinary circumstances.” Heretofore, it said, 
there had been no provision in the gasoline rationing regula- 
tions allowing recovery of lost gasoline by these classes of 
consumers. Under the new procedure, it added, bulk consumers 
suffering losses of the sort indicated might apply for replenish- 
ment at the local boards that originally issued the ration or 
the board in the area in which the gasoline was stored. The 
procedure was set forth in amendment No. 97 to ration order 
oC, effective February 3. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has announced in 
current export bulletin No. 143 that revised forms of the State- 
ment of Cargo Availability (FEA 138) for shipments to Latin 
America are now available to exporters on request to the 
Bureau of Supplies, Foreign Economics Administration, Wash- 
ington 25, D. C.; its New York office, 61 Broadway, New York 6, 
N. Y.; Department of Commerce field offices, and the War 
Shipping Administration, 39 Broadway, New York 6, N. Y. 

Exporters are requested to begin using this revised form 
as soon as possible. Use of the form will be obligatory for 
all statements of cargo availability postmarked March 1, 1944, 
or later. The statements are to be submitted to the New York 
office of the Foreign Economic Administration except those 
covering shipments of newsprint, and those for which SP 
licenses have been issued. The excepted statements are to be 
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submitted to the Foreign Economic Administration, Washing- 
ton 25, D. C. 

In its current export bulletin No. 142 the F. E. C. has 
announced that comprehensive export schedule No. 13 is now 
being printed and will be mailed to all subscribers in about 
ten days. A supply of sale copies will thereafter be available 
at the regional offices of the Department of Commerce, and 
at the F. E. C. Washington and New York offices. This new 
schedule, said F. E. C., contained all pertinent information 
contained in current export bulletins through No. 139. 

Changes in general licenses are listed in bulletin No. 142. 


TRUCKING EQUIPMENT : 


Speaking to the public utilities and transportation com- | 
mittee of the Washington, D. C., Board of Trade, Jan. 25, | 
Ted V. Rodgers, president, American Trucking Associations, | 
said that, although facing its most critical period, civilian 
trucking had been “short-changed” in equipment. He said that 
of the estimated production of one million trucks in 1944, only 
81,000 trucks and 25,000 trailers had been allocated to the 
trucking industry. 

This “drop,” said he, was supposed to cover the needs of 
operators of 4,600,000 trucks, and pointed out that in a normal 
year total truck production was about 500,000. : 

Among other things, Mr. Rodgers said that state barriers 
to trucking should be eliminated and that only one state license | 
should be required throughout the country. 


WAR PERFORMANCE OF BUSSES 


In an elaborately prepared booklet, “Intercity Busses At 
War,” the National Association of Motor Bus Operators tells 
in text and pictures the part motor buses are playing in the 
handling of service men, war workers and other travelers in 
the war effort. Research work for the publication was done | 
by Richard R. Mead, research consultant, formerly of the 
Wharton School, University of Pennsylvania. 

The number of bus passengers has increased from 396,000,- | 
000 in the largest pre-war year to 692,000,000, or 75 per cent, | 
in 1942, it says, pointing out that this was done with 21,480 | 
busses with a total seating capacity of 630,000, as compared | 
with the hauling of 627,000,000 passengers by the railroads in | 
21,051 passenger cars with a seating capacity of 1,440,000 in 
1942. Comparable operating miles for the same year were | 
1,115,000,000 for the busses and 1,136,000,000 for the railroads, § 
it says. It notes that “much of the rail service in the United J 
States is confined to express runs between large cities,” | 
whereas “busses offer more frequent schedules with convenient § 
stops at ‘in-between’ points.” a : 

The booklet makes a strong plea for raising the present | 
speed restrictions on busses above the present O. D. T. limit 
of 35 miles an hour. If such operation were permitted at 40 
miles an hour, it says, gear shifts would be reduced by 9.1 per 
cent; brake applications by 19.8 per cent in regular driving 
and 57.3 per cent on hills; tire wear would be 4.7 less, and 
gasoline consumption would be increased by only .5 per cent. 
There would also be an appreciable reduction in driver man- 
power hours, it says. It also points out the need for allocation 
of materials for the construction of new busses. By the end 
of 1943, it says, one out of each five busses in operation was 
operating ‘on borrowed time,” because it was over eight years 
old, which was “more than the normal life expectancy of an 
intercity bus.” 


REFRIGERATOR BOX CARS 


Effective Jan. 23, the Commission, division 3, has issued | 
amendment No. 5 to service order No. 104, which ordered the 
substitution of refrigerator cars for box cars in the transpor- 
tation of westbound carload freight. The instant amendment 
substitutes the following paragraph in lieu of paragraph (a) | 
(1) in amendment No. 3 to the order: 


(a)(1) Except as provided in paragraph (a) (2) (8 F. R. 12100-01) | 
and paragraph (g), as amended, (8 F. R. 17428) of this section, any 
common carrier by railroad subject to the interstate commerce act 
transporting (i) westbound shipments in carloads originating at points 
shown as origin points in Agent L. E. Kipp’s tariffs, I. C. C. Nos. 1492 
and 1493, supplements thereto or reissues thereof, destined to points 
in the states of Caiifornia, Idaho, Arizona, Nevada or Utah, or (ii) 
westbound shipments in carloads criginating at points in the state 
of Utah and destined to points in the states of California or Nevada, 
shall, when freight to be transported is suitable and facilities are suit- 
able for loading in refrigerator cars and when P. F. E. or S. F. R. D. 
refrigerator cars are reasonably available, furnish and transport not 
more than three (3) of these refrigerator cars in lieu of each box car 
ordered, subject to the carload minimum weight which would have 
applied if the shipment had been loaded in a box car. (40 Stat. 101, 
Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 1 (10)-(17)). 


The effect of the “in lieu” paragraph is to add the refer- 
ence to the origin points in the Agent Kipp tariffs. 
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Private Truckers’ Council 


Setting up of a 34,000-mile network of improved rural and 
urban highways at an annual cost of $750,000,000 a year in the 
post-war years, as recommended by the National Interregional 
Highway Committee in a report recently submitted to Congress 
by President Roosevelt (see Traffic World January 15, p. 170), 
would probably result in a lowering in vehicle taxes, according 
to Pyke Johnson, president, Automotive Safety Foundation, 
who spoke on “Highways to Victory and Postwar Prosperity,” 
at the fifth annual meeting and war conference of the National 
Council of Private Motor Truck Owners, Inc., at the Stevens 
Hotel, Chicago, January 27. There would be so great an 
increase in highway traffic after the war, he said, that the 
truck operators’ share of the allocated cost of improved high- 
ways and streets would be less than what they paid at present. 

In order to bring about such an increase in motor vehicle 
traffic, however, he said, highways would have to be improved 
along the lines recommended by the committee and important 
changes made in city street layouts. He pointed out that trucks 
were now enjoying exceptionally good traffic conditions because 
the operated mileage of passenger automobiles had been cut 
down fifty percent from the pre-war level. He asked his audi- 
ence to recollect the terrible traffic conditions, especially in 
cities, before the war, and to imagine how impossible those 
conditions would be when the war ended and thousands who 
never before owned automobiles began to drive, and thousands 
of others continued to drive antiquated vehicles that would 
then still be on the roads. The most important necessity then 
would be for radial highways giving access to centers of popu- 
lation, adequate parking facilities in those centers, and radial 
express highways bypassing cities for long distance traffic. 
Only second in importance, however, he added, would be inter- 
city highways designed to handle all types of traffic with 
safety and expedition. He did not look for highways built 
exclusively for truck use except in densely populated sections, 
he said. Highways built for general purposes would be capable 
of handling any truck traffic potentialities and, on divided-lane 
highways, where all traffic could move with greater speeds, the 
trucks would “hardly be noticed,” he said. 

He advocated revision of condemnation laws so as to 
facilitate the rebuilding of city streets and the allocation of 
taxes for highway purposes in proportion to the benefits de- 
rived. In such a plan, he said, the general good to the nation 
of the highways, and to the community of the streets, should 
be taken into consideration. One of the benefits to the public 
would be in the lowering of distribution costs, he said. 

He predicted a heavy increase in highway accidents after 
the war, because of the increase in vehicles and in inexperi- 
enced drivers and because of the lowering of the personnel of 
forces of policing agencies due to the war. He pointed out 
that, despite continued lowering of total highway operated 
mileage, accidents were already on the increase. In the last 
year, he said, 32,000 war workers had been killed in highway 
accidents and 80,000,000 man hours lost in war plants because 
of highway injuries. That was enough to prevent the building 
of 8000 bombers, he said. 


Council’s War Activities 


A. M. Green, Jr., vice-president, Ward Baking Company, 
New York, president of the association, in his annual report, 
said that the activities of the association in the last year were 
concerned mainly with war problems. Through its war advis- 
ory committee, he said, it had cooperated with the Office of 
Defense Transportation and other governmental agencies, and 
had served as a liaison organization between the private truck 
owner and those agencies; it had been instrumental in obtain- 
ing qualified appointments to War Labor Board trucking 
panels; had presented recommendations to the Board of In- 
vestigation and Research;:had assisted the War Department 
recently in setting up plans for emergency transportation in 
case of a railroad strike; had furnished information to Con- 
gressional committees, and had handled manpower problems 
oa the War Manpower Commission and the Selective Service 

ce, 

For the future, he said, the council should be bending its 
thoughts to plans for the elimination of government control 
In business after the war was over. The manner in which 
government agencies were at present working “would be 
shocking and impossible to the constitutional lawyer and busi- 
nessman of 1930,” he said. Without especially criticising the 


Office of Defense Transportation, he used it as an example, 
Saying: 


By virtue of a few words in the United States Constitution giving 
the President war powers, and a few general paragraphs in the inter- 
state commerce act as amended, the President has delegated broad 
Powers over the control of transportation to the O. D. T. In the case 
of private carriers, it was in effect a blank check to do what the 
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O. D. T. wanted in the field of rubber-borne transportation. On the 
strength of this, the O. D. T. has issued, I believe, about forty or fifty 
general and administrative orders with dozens of supplemental orders, 
general permits, special permits and a multitude of amendments, inter- 
pretations, rulings, etc., under which nine regional offices and 142 
district offices have been established with thousands of employes. 

In effect, the private carrier now conducts his operations under a 
certificate of convenience and necessity from the O. D. T., whose 
ruling concerning what is convenient and necessary may change from 
month to month. As an example, under one amendment to O. D. T. 
order No. 17, literally taken, a driver salesman may not drive a block 
up a side street off his regular highway to pick up a new customer 
without O. D. T. permission. A minor field official, with inadequate 
knowledge of certain operations and non-judicial temperament, might 
well cause untold grief and irreparable injury to a private carrier 
operation before the injustice could be corrected. 

Again I say that this is no criticism of the O. D. T., whose ad- 
ministration has attempted to be reasonable and just and provide ade- 
quate safeguards against bureaucratic abuse. I could just as well have 
used the W. P. B. or W. F. A. as examples, but chose the O. D. T. 
as it is closer to most of us. My object was to point out the net that 
has been spun around us and the power that could lodge in the hands 
of an unjust and ruthless administration. It is the objective of this 
council to cooperate in the elimination of these wartime restrictions and 
these bureaucratic heirarchies—whether O. P. A., W. P. B. or O. D. T.— 
as soon as the emergency is over. 


W. H. Ott, Jr., general traffic manager, Kraft Cheese 
Company, Chicago, chairman of the war advisory committee, 
described the work of that committee, organized in April, 1942, 
with full power to act for the council in its relations with 
government agencies. He described the many ways, by advice 
and council, it had been of assistance to the O. D. T., especially 
in setting up a plan for consultation with the industry by the 
O. D. T. before the issuance of orders. It had also been instru- 
mental in obtaining simplifications in reports and records re- 
quired from private truck owners, he said. So far, however, 
he said, while it had accomplished much, its work was largely 
in setting up the framework for procedures. The details re- 
mained to be worked out, he said, and in contemplating them, 
the work done in the past seemed small. 

The council gave a rising vote of thanks to the committee. 


Rubber and Manpower 

Lucius D. Tompkins, deputy rubber director, Office of 
Rubber Director, in an address on “The Truck Tire Situation,” 
said that the “tightest squeeze on truck tires would come in 
the next few months. Inventories were down near the vanish- 
ing point, he said, and only a small part of the planned syn- 
thetic tire production plant was working as yet. New recapping 
facilities and materials would help some, he said, and the 
general situation, while serious, was not critical. Complete 
failure would undoubtedly come if tire users indulged in 
wasteful practices, but with care, the country would “get 
through without a serious breakdown.” 

He said he believed that competition within the tire indus- 
try would raise the quality of synthetic rubber tires. He said 
his personal view was that, eventually, this country would 
become self-sufficient in rubber. In some respects, synthetic 
rubber was already better than crude rubber, he said, and he 
expected continued research and experiment to eliminate the 
factors in which it was not now as good. This country had the 
“brains and technical skill” to bring that about, he said, adding 
that, eventually, he expected to see synthetic processing per- 
fected to a point where synthetic rubber could compete with 
natural rubber in price. - 

At a luncheon session, January 27, Commander P. H. 
Winston, U. S. N. R., assistant executive to Major General 
Lewis B. Hershey, selective service director, spoke on ‘“Selec- 
tive Service and the Manpower Problem.” His prepared address 
dealt entirely with the problem of selective service in deliver- 
ing 900,000 men to the armed forces in the first three months 
of this year, and said nothing specifically about drafting of 
men engaged in transportation. 

In a question and answer period, however, he held out 
little hope for any change in selective service rulings in favor 
of truck drivers. 

Admittedly, he said, distribution transportation was a 
“borderline” industry, but selective service had taken the posi- 
tion that deferment for truck drivers had to be decided in 
individual cases according to the ability and responsibility of 
the registrant and the possibility of replacing him, and there 
was no prospect of its changing its position. He suggested that 
the truck owner, when one of his drivers was called for induc- 
tion, decide whether that driver was important enough to 
cause the owner, though married, to go in his stead. 


He felt, he said, that in a nation of 136,000,000 people there 
ought be some way to avoid a manpower crisis merely because 
11,000,000 of its men were in military service. Truck owners, 
he said, ought to be able to find replacements among women, 
among fathers of children who were scheduled to be inducted 
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last, and among those physically unfit for other duties. By the Bureau’s estimates, the reduction having been applied to the oo 

latter, he said, he did not mean cripples, but men like the one item for access roads for which a total of $40,000,000 was con- oe. E 

“with flat feet who was unfit for armed service and who was J tained in the bill. ith 

forced to accept a $16,000 salary as a professional football The committee said it had been advised by the commis- a 

player.” — of public roads, that under the act of July 13, 1943, —— 

: authorizing the P. R. A. to cooperate with state highway de- x 

Truck eremenen meanpente : . partments in investigating projects for future construction, 29 $2.95 

At the afternoon session, Robert F. Black, president, White state highway departments had indicated that more than $25,- _ 
Motor Company, spoke on “Looking Ahead in Motor Truck 


Production.” He said that, of the 1,000,000 trucks scheduled for 
production in 1944, only 80,000 were for commercial use, and 





000,000, of which about half comprised federal funds, would be | 
expended in their states for planning post-war highway im- | 








I _ OVU,A : A provements. Bu 
it was probable that deliveries of those would not begin until In a hearing January 26 on H. R. 3912, a bill to increase | P 
the last half of the year. Even that number, however, would to $290,000,000 the amount of $260,000,000 provided in the de-} ine a 
help some, and would give truck production lines enough work fense highway act of 1941 for construction of access roads to |} ine R 
to enable them to convert promptly to heavier commercial sources of raw materials and defense industry sites, the House > 
production when materials became available. Unlike passenger roads committee heard testimony by C. D. Curtiss,’P. R. A. sa t 
commercial production lines, which were now largely engaged deputy commissioner in charge of finance and business man- ile 
in making airplanes and other specifically war vehicles, the agement, and H. E. Hilts, P. R. A. deputy commissioner in coue 
truck lines were making vehicles not unlike commercial trucks charge of design. Two army officers and two representatives a 
and could probably be put back in that production in six of the Navy Department also testified briefly before the com- , 
months, he said. ai ; . ' : mittee. It was stated that another hearing would be held at a| wy 
Meanwhile, he said, in spite of miracles in truck mainten- ater date, at which specific information about the access roads § 2"¢ . 
ance already performed, truck owners would have to take for which the $30,000,000 was sought would be presented to imdus 
even better care of their vehicles and tires. He said it was the committee pe right 
his opinion that careful maintenance could add 100,000 miles y tions 
to the life of a truck and 5000 miles to the life of a tire. “The 
There was a possibility for more commercial trucks in CAR SURPLUS REPORT aml 1 
the event it was discovered that military orders could be “cut U. S. railroads reported an average daily surplus of 20,486 § cussi 
back,” he said, but it would be unwise for the industry to freight cars for the week ended Jan. 22, according to the car @ if we 
count on that. service divisoin of the Association of American Railroads. It § seizu 
He did not think that post-war trucks would be the fancy, Was made up as follows: Plain box, 3,581; auto box, 120; flat, J achie 
streamlined vehicles pictured by artists, he said, because the 1,026; gondola, 3,628; hopper, 2,098; and miscellaneous, 10,033. ] 
main factor in truck design was utility. The first trucks to tatio: 
be produced after the war would be much like those produced tion 
immediately before the war, he said, because the manufacturers HIGHWAY BILL HEARING was | 
would “pick up where they left off.” Subsequently, he pre- The House roads committee will begin hearings Febru-§ both 
dicted, there would be an evolution in truck design in which ary 29 on H. R. 2426, a bill authorizing appropriations for and 
weights would be lighter in proportion to the load, the struc- improvement of highways in the post-war period, including) play 
ture would be “functional to the highest degree,” power would elimination of highway grade crossings. 3 two. 
be greater, and there would be special attention to mainte- tion 
nance accessibility. it wi 
President Grean appointed a resolutions committee, charged REVENUE TRAFFIC STATISTICS 
with reporting on the second day of the meeting. P. A. Ander- Ton-miles of revenue freight handled by Class I steam™ exen 
son, Private Truck Owners’ Bureau of California, was named railways, exclusive of switching and terminal companies, totaled} althc 
chairman. Other members were A. C. Butler, Automobile 65,225,870,000 in October, 1943, as compared with 62,160,197,000/§ over 
Manufacturers’ Association, Washington, D. C.; L. F. Orr, in October; 1942, and 606,572,456,000 in the ten months ended} that 
general traffic manager, Pet Milk Company, St. Louis, Mo., with October, 1943, as compared with 526,054,986,000 for the} thing 
and R. D. Clements, Cupples Company, St. Louis. like period in 1942, according to a compilation by the Commis-§ two 
a — Bureau of i. ge ee and — of revenue 4 
traffic statistics of those roads, statement M-220. 
vaannagd FOR Rens — . Revenue tons carried in October, 1943, amounted to 273,- wall 
In a report on the independent offices appropriation bill, 868,248, as against 272,726,421 in October, 1942, and 2,541,-9§ and : 
1945, the House appropriations committee said it approved a 831,480 in the ten months ended with October, 1943, as against ing 1 
total of $110,000,000 for the Public Roads Administration, for the corresponding 1942 figure of 2,342,522,838. Freight revenue ‘Ss so 
the continuation of construction of public roads and for surveys totaled $594,823,566 in October, 1943, as compared with he is 
and plans. This sum, said the committee, was $35,000,000 less  $587,859,406 in October, 1942, and $5,647,031,355 in the ten >< 
than the 1944 appropriations and $10,000,000 below the Budget months ended with October, 1943, as against $4,880,423,950 eae 
in the corresponding 1942 period. trans 
” * ey ——_ pooping Spry d bie enue Me October, , I 
, aS compared wit ,262, in October, 1942, with pas- unct 
Revenue Freight Loading senger revenues for the two months amounting, respectively, to ‘his. 
Revenue freight loading the week ended January 22 totaled $144,834,811, and $108,260,799. For the ten months ended with tg 
798,722 cars, according to the Association of American Rail- October, 1943, revenue passengers carried totaled 737,523,549, Sees 
roads. This was 18,502 cars or 2.4 per cent above the preceding as compared with 540,676,875 in the same 1942 period. For§. tra 
week, 95,428 cars or 13.6 per cent above the corresponding those periods in 1943 and 1942, respectively, passenger revenues / 
week last year, and 19,359 cars or 2.4 per cent below the cor- amounted to $1,359,399,253, and $801,026,267. men 
responding week of 1942. Freight traffic averages for October, 1943, compared with speal 
Statistics prepared by the A. A. R. car service division October, 1942, respectively, were reported as follows: mani 
follow: Miles a revenue ton a road, 235.0, and 224.3; revenue ag {10S 
Revenue Freight Car Loading—Week Ended Saturday, Jan. 22 Indu 
Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total in a 
{ 1944 58,857 16,164 182,165 15,410 43,365 14,363 101,009 367,389 798,722 
re 4 1943 45,284 11,483 164,046 15,136 33,706 13,559 84,530 335,550 703,24 and 
1942 47,201 12,341 162,770 14,212 47,365 14,103 149,487 370,602 818,081— Cize 
Preceding week January 15....... 1944 57,442 17,167 183,886 15,445 37,828 13,404 98,888 356,160 730,208 “at 
Per cent increase over............ 1943 30.0 40.8 11.0 1.8 28.7 5.9 19.5 9.5 1368 day: 
Per cent decrease under.......... 1943 misi 
Per cent increase over............ 1942 24.7 31.0 11.9 8.4 1.8 unw 
Per cent decrease under.......... 1942 8.5 32.4 9 2.4 amc 
1944 211,729 62,071 690,713 61,130 148,529 54,398 388,140 1,368,705 2,985,458 4 
Cumulative 4 weeks to Jan. 22..41943 186,903 53,224 620,922 60,260 139,556 56,204 332,386 1,347,686 2,797,14) re 
(1942 160,801 53,123 641,682 56,880 159,170 51,841 559,141 1,360,276 3,042,914 § and 
Per cent increase over............ 1943 13.3 16.6 11.2 1.4 6.4 16.8 1.6 6— disr 
Per cent decrease under.......... 1943 3.2 
Per cent increase over............ 1942 31.7 16.8 7.6 75 4.9 6 the 
Per cent decrease under.......... 1942 6.7 30.6 1.9 ran; 
Per cent to 15-year average 120.2. for 
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ton-mile, 0.919 cents and 0.953 cents; and revenue a ton a road 
$2.16 and $2.14. 

For the ten months ended with October, 1943, compared 
— the like 1942 period, freight traffic averages were, respec- 
tively: 

Miles a revenue ton a road, 237.1, and 221.3; revenue a 
ton-mile, 0.948 cents, and 0.944 cents; revenue a ton a road, 
$2.25, and $2.09. 


Burchmore on Postwar Transport 


Speaking on “A Common Problem Under Two Flags,” at 
the annual dinner of the Canadian Industrial Traffic League at 
the Royal York Hotel, Toronto, January 27, John S. Burchmore, 
counsel for the National Industrial Traffic League, said the 
solution of postwar transportation questions in both countries 
could safely be left to transportation managers, regulatory 
bodies, and industrial traffic men. 


“To such men as these, composing the managements of the 
carriers, the members of the regulatory bodies, and the friends 
and patrons of both, the executives and traffic managers of 
industrial and shipping interests, we may safely look for the 
right solution of all those difficult, uncertain, and trying ques- 
tions which will certainly arise in the postwar period,” said he. 
“There is no doubt of success in transportation, on one proviso 
—if we have, on the one hand, utmost cooperation through dis- 
cussions and assistances rather than disputes and rancor, and 
if we insist on ‘hands off’ by those who would interfere by 
seizure of transportation as a convenient instrumentality for 
achieving revolutionary changes in our whole design.” 


Because there were planners who hoped to make transpor- 
tation a “social instrument” after the war, said he, the ques- 
tion of the preservation of private enterprise in transportation 
was tied up with the preservation of democratic institutions in 
both Canada and the United States. Members of the Canadian 
and National Industrial Traffic leagues, he said, could best 
play their part in the solving of the common problem of the 
two countries by making it their “purpose to make the institu- 
tion known as transportation a continued success, working as 
it was intended to work.” 

He said he felt free to praise the industrial traffic man, as 
exemplified in the membership of the two leagues, because, 
although he had known them well and watched them closely 
over many years, he was “not of their number,” and bore “only 
that obligation that comes from observing and enjoying some- 
thing of the fruits of their work, as does every citizen of our 
two countries.” Continuing, on that point, he said: 


The traffic man in industry needs to have great familiarity with 
the selling and marketing end of the firm’s business, and, of course, 
must be so well-versed in matters of geography, of railroad, steamship, 
and motor carrier routes and services, technical familiarity with pack- 
ing requirements and methods, how to read and apply tariffs, that he 
is something of a master in many branches of commerce. Beyond that, 
he is something of a junior lawyer, understanding enough of the prin- 
ciples of transportation law to save his firm many a claim and ac- 
complish many a settlement. I wonder whether we realize also the 
understanding of practical business economics and the economics of 
transportation in particular which the competent traffic man possesses. 

In no sense is there resemblance to a mere shipping clerk in the 
functions and activities of the average traffic manager of today. Indeed 
this has become something of a profession to be likened to that of 
certified public account, though perhaps of broader scope. Many traffic 
men have been promoted, to become executives in their firms, and 
wise and sensible is the management which makes full use of the 
traffic man’s work and counsel. 

As Emerson paid tribute to the American scholar, the vast body of 
men engaged in studying and teaching, so should there be someone to 
speak up concerning the dignity and worth of the work of the traffic 
manager for industries—and for transportation companies as well— 
those men particularly who are represented in the membership of the 
twin associations, Canadian Industrial Traffic League and National 
Industrial Traffic League. : 


“Critical attitudes toward our leaders savor of disloyalty,” 
in a time when there was need “for complete unity of action 
and thinking,” he said. Ordinary citizens had no right to criti- 
cize and question war policies, he said, nevertheless, it was 
“a tragic dereliction if men in high office either seek in these 
days of conflict to refashion our fundamental structure, spread 
misinformation, create distrust or engage among themselves in 
unworthy bickerings and rivalries.” The “real disloyalty,” 
among those in “large authority or responsibility,” was “in- 
herent in shortcomings or failures to achieve complete unity 
and singleness of purpose to winning the war without creating 
disruptive controversies.” 

He quoted from a number of men “of leading influence in 
the present administration” in the United States, whose views 
ranged from the utilization of transportation “as the subject 
for social experiment,” to the insistence that a national debt 
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of $4,000,000,000,000 might be carried safely, as the kind of 
people to whom the solution of postwar problems, including 
the transportation problem, should not be entrusted. 


Railroad Earnings 


Based on advance reports from Class I railroads, whose 
revenues represent 81.7 per cent of total operating revenues, 
the Association of American Railroads has estimated that rail- 
road operating revenues of $624,130,822 in December, 1943, 
were 8.7 per cent more than in the same month of 1942. This 
estimate, it is pointed out, covers only operating revenues and 
does not touch on the trends in operating expenses, taxes, or 
final income results. 

Estimated freight revenues of $455,474,266 in December, 
1943, were greater than in December, 1942, by 5.0 per cent, 
while estimated passenger revenues of $122,231,101 were 
greater by 25.3 per cent. Data by districts follow: 

Eastern District.—Thirty-four Class I railroads, whose revenues 
represent 91.0 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $299,852,267 in Decem- 
ber, 1943, were greater than in December, 1942, by 9.1 per cent. Freight 
revenue of $221,107,577 was estimated to have increased 6.8 per cent, 
and passenger revenue of $58,554,893, 20.7 per cent. 

Southern Region.—Seventeen Class I railroads, whose revenues rep- 
resent 64.5 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $72,138,288 in December, 1943, 
were greater than in December, 1942, by 7.4 per cent. Freight revenue 
of $50,165,477 was estimated to have decreased 0.6 per cent, but pas- 
senger revenue of $16,496,955 increased 30.9 per cent. 

Western District.—Thirty-seven Class I railroads, whose revenues 
represent 78.2 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $252,140,267 in Decem- 
ber, 1943, were greater than in December, 1942, by 8.6 per cent. Freight 
revenue of $184,201,212 was estimated to have increased 4.3 per cent, 
and passenger revenue of $47,179,253, 29.6 per cent. 


LENGTH OF TRAINS 


By service orders Nos. 140-A, and 141-A, effective Jan. 21, 
the Commission, division 3, has vacated service orders Nos. 140 
and 141, which suspended certain agreements, interpretations 
of said agreements, or practices resulting thereunder, limiting 
the length of trains in California and in Arizona. 

Service order No. 140 suspended agreements between the 
Santa Fe and the Union Pacific and certain of their operating 
employes, limiting the length of freight trains operating from 
Summit to San Bernardino, Calif., to 50 loads or equivalent, 
and any other restriction limiting the length of trains between 
Barstow and San Bernardino (see Traffic World, Aug. 7, p. 308). 

Service order No. 141 suspended agreements between the 
Santa Fe and its employes limiting to 2,900 tons trains drawn 
by two locomotives between Winslow and Seligman, Ariz., and 
between Seligman and Needles, Calif. 

Agreements reached between the carriers and their em- 
ployes had made moot the issues raised under the prior agree- 
ments, it was explained in the Commission’s Bureau of Service, 
although details of the new agreements were not known. 


LIVESTOCK BY HIGHWAY 


“Drive-ins” of cattle, excluding calves, at 68 public stock- 
yards in 1943 constituted 58.3 per cent of receipts, as against 
63.9 per cent in 1942, while the “drive-ins” of calves was 64.8 
per cent in 1943 as against 64 per cent in 1942. “Drive-ins” of 
hogs represented 66.6 per cent of total hog receipts as against 
69.4 in 1942. The percentages for sheep and lambs were 32.8 
for 1943 and 32.3 for 1942. Data on livestock receipts for 1943 
and 1942 have been issued by the Food Distribution Adminis- 
tration of the War Food Administration. 


TRAFFIC CONTROL SERVICE ORDERS 


The Commission issued its amendments to service orders 
Nos. 92, 99, and 110, which placed certain traffic under the 
control of Commission agents for diversion or rerouting, pur- 
suant to certificate of preference and priority in transportation 
No. 2, dated Jan. 19, by Director Eastman, of the Office of 
Defense Transportation to the Commission, under authority of 
executive order No. 8989, and the mandatory provisions of sec- 
tion 1(15) of the interstate commerce act (see Traffic World, 
Jan. 22). The amendments, effective Jan. 20, provided that 
certain War Department carload traffic, moving under symbols 
MTX, MI, or GS, would not be subject to diversion by the 
agents appointed under the service orders. 

The amendments were issued, according to the Commis- 
sion’s Bureau of Service, at the request of the War Department 
to give preference and priority to the involved traffic in order 
that there might not be any interference with the “delicately 
adjusted” shipping schedules of the department. 

The original service order No. 92, and amendment No. 1 
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to that order, respectively appointed W. J. McGarry at Cleve- 
land, O., and W. R. Godber, at New York, agents of the Com- 
mission with authority to control the movement of cars used 
to transport coal for transshipment by vessels at various Great 
Lakes ports, and at New York, New Jersey, Delaware, Penn- 
sylvania, and Maryland ports and storage yards. The instant 
amendment is No. 2. ; 

The original service order No. 99 appointed W. F. Kirk, 
at Chicago, as agent with authority to divert or reroute trans- 
continental carload traffic from the line of any railroad or 
railroads that in his opinion could not currently move the 
traffic, over the line or lines of other railroads less congested. 

The original service order No. 110 designated H. G. Mc- 
Namara, at Elizabethport, N. J., as agent with authority to 
divert or reroute carloads of petroleum and petroleum prod- 
ucts destined to points in the New York harbor area in New 
Jersey and New York, that could not currently be placed for 
unloading at refineries, storage points, or other unloading 
points. 


ARMY PASSENGER SERVICE 

The Adjutant General, Major General J. A. Ulio, has issued 
regulations governing the transportation of passengers on army 
transports. 

General Ulio said that, because of the curtailment of com- 
mercial means of transportation, the War Department was re- 
ceiving an increasing number of applications to arrange pas- 
sage on army transports for civilian commercial passengers, 
evacuees and repatriated seamen. 

The regulations, published in the Federal Register of Jan- 
uary 25, provide that applications for transportation from U. S. 
ports outward will be directed to the Chief of Transportation, 
Headquarters, Army Service Forces, for approval; for trans- 
portation to U. S. ports, approval will be granted by the base 
commander. A complete schedule of fares applicable to all ves- 
sels has been established. 


FREIGHT COMMODITY STATISTICS 

The: Commission has issued a statement, M-550, prepared 
by its Bureau of Transport Economics and Statistics, of tons 
of revenue freight originated and tons terminated in carloads 
by classes of commodities and by geographic areas—Class I 
steam railways—for June, 1943. The statement shows a total 
of 118,286,837 tons of revenue freight originated and 108,943,486 
tons terminated. As to forwarder traffic, tons originated totaled 
304,573, and tons terminated totaled 341,327. By groups of 
commodities, tonnages originated and terminated, respectively, 
,were reported as follows: 


Products of agriculture, 10,226,290 and 11,019,085; animals and 
products, 1,777,356 and. 1,832,878; products of mines, 63,956,506 and 
52,307,021; products of forests, 6,904,401 and 7,417,700; and manufactures 
and miscellaneous, 32,989,145 and 33,619,702. 


LARD, ETC., IN REFRIGERATOR CARS 

By general permit No. 2 under service order No. 178, 
Homer C. King, director of the Commission’s Bureau of Service, 
has granted permission for any common carrier by railroad to 
disregard entirely the provisions of service order No. 178 inso- 
far as it applied to the furnishing or supplying of a refrigerator 
car or cars for loading with lard, lard compounds, lard substi- 
tutes, rendered pork fats, vegetable oil shortening, cooking and 
salad oil, animal tallow, dried fish, and dried or powdered skim 
milk, and concentrated citrus juice, destined to points in Ore- 
gon, Washington, California, New Mexico, Arizona, Nevada, 
Idaho, Montana, and Utah, when originating at points in states 
east thereof, or to transportating refrigerator cars loaded with 
such commodities. Waybills are to show reference to the gen- 
eral permit, made effective Jan. 15. j 

Service order No. 178 prohibited railroads from furnishing 
refrigerator cars for loading or transporting such cars loaded 
with the aforementioned products, or empty beer containers 
(see Traffic World, Jan. 15, p. 160). 


CITRUS FRUITS ICING 

Homer C. King, director of the Commission’s Bureau of 
Service, has issued three general permits under service order 
No. 164, which placed the reicing of citrus fruits originating at 
points in Arizona, California, Florida, or Texas, and shipped 
in refrigerator cars, and the salting of bunker ice in such 
cars, under a permit system. 

Second amended general permit No. 5, effective Jan. 20, 
expiring Feb. 20, permits any common carrier by railroad to 
reice in transit to full bunker capacity one time only between 
origin and final destination, after the first or initial icing, any 
refrigerator car loaded with a mixed shipment of tangerines 
and other citrus fruits originating at points in Florida, pro- 
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vided the tangerines in the car comprise not less than 50 per 
cent of the lading. 

General permit No. 6, effective Jan. 20, and expiring Feb. 
20, permits any common carrier by railroad to reice in transit 
to full bunker capacity one time only between origin and final 
destination, after the first or initial icing, any refrigerator car 
loaded with a straight carload shipment of tangerines orig'nat- 
ing at any point or points in Florida moving to destinations 
in southeastern territory including upper Ohio River crossings. 

General permit No. 9 permits any common carrier by rail- 
road, effective Jan. 21, and expiring March 1, to reice once in 
transit to full bunker capacity at any point in Arizona, Arkan- 
sas, Louisiana, New Mexico, Oklahoma, Texas, Kansas, or Mis- 
souri, or at Memphis, Tenn., or Jackson, Miss., refrigerator 
cars loaded with citrus fruits originating in Arizona, California 
and Texas, this reicing to be in addition to the replenishing 
service at the first regular icing station provided in amended 
general permit No. 8. 

In each case, it is required that waybills show reference 
to the general permit. 


TRANSPORTATION OF RACE HORSES 

Use of ship space for the transportation of five race horses 
from Hawaii to Churchill Downs, Ky., was assailed by Repre- 
sentative Butler, of New York, in a statement inserted in the 
Congressional Record. He said that, according to a newspaper 
article, the five Hawaiian-bred race horses, to be entered in 
the Kentucky Derby, had made the 5,000-mile ocean trip on a 
Liberty ship. He said furloughed soldiers often had to wait 
“weeks and weeks” for some means of transportation to get 
back home, and wondered whether the transportation of the 
race horses in a Liberty ship constituted an essential war effort. 


SERVICE ORDER AMENDED r 
By amendment No. 1 to Service Order No. 107, effective 


January 28, the Commission has specified refrigerator cars as | 


being included in the freight cars covered by the original order. 
That order directed the Association of American Railroads to 
balance the number of U. S. railroad cars moving in and out 
of Mexico (see Traffic World, Feb. 6, p. 324). 


RAIL COMMUTATION FORMULA 


The Commission’s Bureau of Transport Economics and 
Statistics has prepared a formula providing for a comparison 
of railway revenues with expenses for suburban and commuta- 
tion services, statement No. 441. 

The bureau said the purpose of distributing the formula 
was to make available the results of research and experience 
up to the present time. Distribution of the formula, it said, 
would assist in an understanding of not only the cost finding 
procedure that might be used, but also the “economic issues 
involved in determining the costs for commutation traffic.” 

The bureau said the formula had not been considered or 
adopted by the Commission. 


PRICES OF MEALS ON TRAINS 


Representative Edwin Arthur Hall, of New York, has in- 
troduced H. Res. 416, providing for a request by Congress to 
the nation’s railroads to reduce food rates in their dining cars 
to service men and women and to “reestablish these existing 
rates at popular restaurant prices.” In its preambles, the reso- 
lution contained declarations that men and women of the armed 
forces were being charged unreasonably high rates for food 
on railroad trains while traveling, that “these patriotic soldiers, 
sailors and marines” could not afford to pay high prices for 
their meals, and that the railroads should make special con- 
sideration “for these men and women who are sacrificing so 
much for their country.” 


HANDLING OF ACID IN CYLINDERS 


The Manufacturing Chemists’ Association, of Washington, 
D. C., has issued its manual sheet H-2, describing recommended 
methods for handling and discharging steel pressure cylinders 
containing anhydrous hydrofluoric acid. Copies of the manual 
may be obtained from the M. C. A., 608 Woodward Building, 
Washington 5, D. C., at 10 cents each, postpaid. 


PACIFIC NORTHWEST ADVISORY BOARD 


The spring meeting of the Pacific Northwest Advisory 
Board will be held at the Multnomah Hotel, Portland, Ore., 
March 23. There will be meetings of the executive, freight 
loss and damage prevention, railroad contact, and transporta- 
tion committees at the same hotel on March 22. 
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January 29, 1944 


Western Commissioners’ Action 


“The ownership of freight has no relation to the cost in- 
curred by the carriers in performing the transportation serv- 
ice,” therefore, “shippers, both government and civilian, should 
share alike in defraying that cost, paying similar rates for 
similar service,” says the Mountain-Pacific States Conference 
of Public Service Commissions, in a resolution advocating the 
repeal of land grant rates. Transportation of war freight “is a 
distinct part of the cost of war and should be financed in the 
same manner as other war costs,” says the resolution. Ship- 
pers bear an “undue portion of the whole cost of transporta- 
tion” when they are required to pay full rates while the gov- 
ernment, “representing the whole public and functioning as a 
shipper,” is accorded reduced rates. Earnings that might result 
from payment by the government of full rates should “inure 
to the benefit of all shippers,” and should rate reductions be 
warranted by increases in such earnings, they “should be 
reflected in the entire rate structure,” it says.: 


The resolution expresses regret that the language of the 
transportation act of 1940 pertaining to land-grant rates is 
uncertain in meaning, resulting in ‘seriously debatable ques- 
tions which have arisen with the inauguration of lend-lease, 
Maritime Commission and other shipments, in the identification 
of government movements of military and naval freight in- 
tended for military of naval use.” As a result, it adds, there 
has been an accumulation of ‘vast contingent claims” for land- 
grant reductions in the accounts of the railrogds likely to result 
in long litigation and orders on the railroads “to refund to 
the government vast amounts in the postwar period at a time 
when such funds will be needed by the carriers to rehabilitate 
their properties, to provide employment and to aid postwar 
reconstruction.” The uncertainty with reference to these claims 
should be eliminated by settlement or waiving, it says, which 
might well be done now “while the public interest is protected 
against excessive earnings by the carriers through the opera- 
tion of the excess profits tax.” 


The resolution urges congressional delegations from the 
western states, because of the “peculiar interest of the people” 
of those states in the question, “‘to assume the initiative in 


pressing this proposal for full and fair consideration by the 
Congress.” 


The conference also adopted a resolution opposing bills in 
Congress which would “require nationwide mathematical uni- 
formity in freight rates and in the classification of freight.” 
It opposed “‘the policy of congressional rate-making and political 
influence therein.” Uniform freight rates, it said, would ‘cause 
such violent economic dislocations as to balk solution in either 
the current or postwar period and would retard and greatly 
complicate the reconstruction of business, agriculture and live- 
stock in the period following victory.” The resolution expressed 
the hope that, ‘‘as a means of promoting our national solidarity 
in this time of national peril, differences between groups and 
regions may be satisfactorily settled by the use of existing 
machinery for that purpose, with a minimum of sectional strife 
and contention.” 

Copies of the resolutions were sent to senators and con- 
gressmen from states the commissioners from which are mem- 
bers of the conference. Those states are Arizona, California, 
Colorado, Idaho, Montana, Nevada, New Mexico, Oregon, Utah, 
Washington and Wyoming. Both resolutions were adopted 


ow at a recent meeting of the conference at Phoenix, 
iz. 


Political Rate Making 


Though no plans had yet been made for hearings on any 
of the uniform freight rate bills introduced in the Senate and 
House, it was certain that hearings would be held on such 
proposed legislation in the spring or early summer of this year, 
said Senator Stewart, of Tennessee, co-chairman with Repre- 
sentative Boren, of Oklahoma, of a congressional “joint com- 
mittee on strategy” for freight rate uniformity (see Traffic 
World, October 9, 1943, p. 937); in answering an inquiry about 
the committee’s plans. 

The program of the “strategy committee” was still in a 
formative stage, he said. He said the members of the Southern 
Governors’ Conference, in their recent meeting in Washington 
(see Traffic World, January 22, p. 235) had expressed a desire 
to cooperate with the congressional delegations from their re- 
Spective states in their efforts to remove from the existing 
freight rate structure the elements that, in their opinion, re- 
tarded economic development of the south. The governors 
had not taken any action calling for withholding, until after 
the issuance by the Commission of its report in the class rate 
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investigation case, of pressure for enactment of uniform freight 
rate legislation, Senator Stewart said. : 


New York View 


Every chamber of commerce and trade association in the 
north should place itself on record with its senators and con- 
gressmen as opposed to rate-making bills in Congress “on 
principle,” because rate-making is ‘a matter which should be 
left in the hands of competent authority set up by Congress— 
the Interstate Commerce Commission,” and should let the 
legislatures know that the’ bills are of grave importance to its 
community, says a “Statement in Opposition to Freight Rate 
Legislation and in Support of Northern Industry,” prepared 
by G. E. Mace, manager, transportation bureau, Commerce 
and Industry Association of New York. 

It is proper for governors of southern states to organize 
to promote the industrial development of their section of the 
country, the pamphlet says, so long as northern industries 
“are not raided to satisfy the south’s appetite.” Such raiding 
“has been going on at an increasing pace in the past few 
years,” it continues, the attempt being “to juggle the freight 
rate structure through political methods . . . for the purpose 
of further inducing northern industries to change their loca- 
tion.” 

Introduction of rate-making bills in Congress, ‘“‘sponsored 
by politicians, began almost immediately after the conclusion 
of the taking of testimony by the Interstate Commerce Com- 
mission in an investigation of the class rates east of the Rocky 
Mountains,” it says, adding that “possibly the politicians were 
dissatisfied with the showing they made before the Commis- 
sion.” At any rate, it adds, “instead of waiting for the con- 
troversy to be settled by an impartial body, based on the 
weight of the sworn testimony and evidence in formal pro- 
ceedings, they elected to flood Congress with these bills, hoping 
to secure by legislation what they are at the same time seeking 
from the Commission.” The introduction of the bills was fol- 
lowed by a “flood of propaganda and publicity” to further their 
adoption, it says. 

The pamphlet seeks to refute numerous specific claims by 
proponents of the bills that freight rates hamper southern in- 
dustrial development. Congressman Patman of Texas, it says, 
said that work pants made in Texas had to compete with those 
made in New England on which the southbound freight rates 
were about one-half the northbound rates, whereas the fact 
is that the rate is the same in both directions. Vice President 
Wallace complained that milk bottle manufacturers at Santa 
Anna, Texas, had to cut their margins of profit in order to 
meet the lower freight rate at St. Louis from Elmira, N. Y., 
although, in fact, St. Louis consumers could get their supply 
from Streator, Ill., and “no milk bottles are manufactured at 
Santa Anna, anyway,” it says, adding several more similar 
examples. 

It quotes from southern publications statistics to the effect 
that the value of manufactured products in the south increased 
$500,000,000 in 1939 over 1937, “at a time when industrial 
production for the country as a whole suffered a marked de- 
cline,” and from an advertisement published by the southern 
governors, inviting industries “to consider the south’s natural 
advantages,” in which it is stated that “in two years the value 
of the south’s manufactured products has increased approxi- 
mately 35 per cent and is now 2% times the value of its agri- 
cultural output.” 


Southern industries, “which pay the freight rates,” have 
not joined the politicians in their contention that rate inequities 
are hampering progress in that section, the pamphlet says, citing 
the Southern States Industrial Council and “a manufacturer 
at Nashville, Tenn.” as opposing a reorganization of the south- 
ern freight rate structure. 

If the rate-making bills were adopted, it says, the Commis- 
sion “in discharging its duty of regulating and adjusting freight 
rates would lose much of its power to exercise informed discre- 
tion and would be pretty generally restricted to making freight 
rates by the mechanical process of mile-for-mile uniformity. 
. . . Congress itself realized its lack of time and knowledge in 
this respect when it created the Commission to perform, as 
experts, those duties as an arm of the legislature. After having 
engaged exclusively in the regulation of transportation since 
1887, it is obvious that the Commission is far more competent 
to reach conclusions that will further the public welfare than 
are the members of Congress who have a multitude of other 
pressing matters to consider and decide.” 


Chicago Assn. of Commerce 


Rate-making bills in Congress should be defeated, “in the 
interest of maintaining a freight rate structure which meets 
the needs of commerce and industry, of keeping the whole 
transportation problem out of politics, of maintaining the inde- 
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pendent functioning of the Interstate Commerce Commission, 
and, finaliy, in the interest of the state of Illinois, which is so 
vitally dependent on adequate and efficient transportation 
service and just and reasonable rates,” says a memorandum 
sent to members of the Illinois delegation in Congress, January 
27, by the transportation committee of the Chicago Association 
of Commerce, C. J. Whipple, president, Hibbard, Spencer, 
Bartlett and Company, chairman. 

Business and industry have developed “under a freight 
rate structure which permits shippers to reach the widest 
possible markets and gives consumers the greatest choice of 
sources of supply,” it says, and “rates are based on competitive 
conditions, the need for service, the value of the service, dis- 
tribution of the traffic. burden and other economic factors,” 
whereas the bills “propose that railroad freight rates be made 
uniform throughout the United States with mileage and cost 
as the primary elements to be considered.” 

It is “inadvisable and impractical for Congress, as a whole 
or through its committees, to give these matters adequate time 
and study and prescribe or recommend specific rates by direct 
action,” it continues, even though it be admitted that “the 
function of making freight rates for the future is legislative.” 

The bills ‘‘constitute direct legislative or political rate 
making,” it says, as evidenced “by the fact that they are 
being presented now, when there is pending an investigation 
instituted by the Commission into the reasonableness and law- 
fulness of all class rates east of the Rocky Mountains,” and 
by the fact that the “agitation for uniform rates comes from 
the Southern Governors’ Conference, the Tennessee Valley 
Authority and the majority report of the Board of Investigation 
and Research.” Those groups, it continues, “are not supported 
by the shippers, and many individual shippers and shippers 
organizations in the south have expressed their opposition to 
the bills and to any direct rate making by Congress.” 

There may be some freight rates that discriminate against 
particular sections or communities, it says, but “‘such conditions 
are bound to occur in a constantly changing economy, and the 
freight rate structure must, therefore, remain flexible so that 
corrections can be made as promptly as possible. The proper 
way to make these changes is under the present method of 
submitting all facts to the sound discretion of the Interstate 
Commerce Commission to be determined by that Commission 
after full and fair hearings.” 'The Commission has been in 
existence for more than fifty years, says Mr. Whipple’s mem- 
orandum, “and I know of no federal agency more respected.” 


National Rate Conference 


T. M. Henderson, executive secretary, Southern Traffic 
League, in a letter to A. H. Schwietert, traffic director of the 
Chicago Association of Commerce, criticizes the selection of the 
name of the recently organized National Freight Rate Confer- 
ence. The organization has a right to choose any name it 
pleases, says he, but he cannot understand why it should select 
one containing the word “national” when it “is composed ex- 
clusively of interests located in Official Classification Territory 
and its avowed purpose is to combat some of the things the 
interests in Southern and Western Classification territories are 
seeking to bring about.” 

The letter was addressed to Mr. Schwietert as chairman 
of the conference. Other than serving on the conference’s or- 
ganization committee, Mr. Schwietert says, he has had no offi- 
cial connection with it. The conference was organized recently 
at a meeting in Indianapolis. Representatives of chambers of 
commerce and individual industries in Official Territory, gov- 
ernors of a number of eastern states, and members of state 
commissions were present. There were also representatives 
from the state of Wisconsin. Objectives, of the conference, as 
stated at the meeting, are to deal with freight rate problems 
from a national point of view. Specifically, the conference is 
to oppose political rate making and to seek to refute erroneous 
statements about transportation and rates from sources such 
as the Dallas speech of Vice-President Wallace last October. 
Its work is to be carried on through state committees reporting 
to the National Conference, and through three national com- 
mittees, one on public relations, one on economics and statis- 
tics, and one composed of transportation representatives. 

The conference elected Clarence Jackson, executive vice- 
president, Indiana State Chamber of Commerce, president; 
B. C. Davis, Jr., executive secretary, Chamber of Commerce 
of the State of New York, first vice-president; David H. Howie, 
chairman, New England Governors’ Freight Rate Committee, 
second vice-president, and H. A. Hollopeter, traffic director, 
Indiana State Chamber of Commerce, secretary. 

Southern Rate Question 


Mr. Henderson, in his letter to Mr. Schwietert, says there 
“is no difference between your organization and the Southern 
Traffic League on the principle of making rates by legislative 


TRAFFIC WORLD 


action. He points to a letter from W. S. Creighton, chairman 
of the league’s legislative committee, to the chairmen of the 
Senate committee on interstate commerce and the House com- 
mittee on interstate and foreign commerce several months ago 
(see Traffic World, October 2, p. 797), in which it is said that 
‘it can be stated without fear of contradiction that no shipper 
has voiced any interest in the passage of any one” of the so- 
called rate-making bills. Southern shippers who have expressed 
opinions on the subject to the league, it says, ‘‘are opposed to 
such rate-making by Congress.” 

The position of the league, of southern shippers, and of the 
southern governors, Mr. Henderson says, is that there should be 
“equal treatment for the south with the northern and eastern 
territory in the matter of class rates.’”” He makes that statement 
in a pamphlet, prepared as commissioner of the Nashville 
Freight Bureau, included with his letter. All those in favor of 
such equality, he adds, are working through non-political chan- 
nels, and have put forth their efforts through the Commission’s 
class rate and classification investigations. He calls attention 
to an address by Prentice Cooper, governor of Tennessee, made 
some months ago, in which the governor said that “the southern 
governors are not seeking relief by congressional action, but 
rather through action of the Interstate Commerce Commission.” 
Only after such efforts fail, continued the governor, would he 
and his colleagues “proceed to endeavor to secure relief from 
Congress.” 

“Statements that the proceedings before the Commission 
are a political issue,” are “without foundation and contrary to 
the facts of record,” says Mr. Henderson. The effort to obtain 
equality in class rates, he says, originated in the Southern Traf- 
fic League in March, 1934. A conference with southern railroads 
was held in May, 1935, he continues, and a petition, in which 
southern industry, the Southern Railroad and a number of state 
commissioners joined, was filed with the Commission in Sep- 
tember, 1936. The Southern Governors’ Conference did not be- 
come actively engaged in the proceedings until May, 1937, he 
says, when “it took over the responsibility of prosecuting the 
case.” Its action “was in response to a public demand.” 


TRANSPORT AND STATE DEPARTMENT 


The Office of Transportation and Communications has been 
created in the Department of State and will operate under the 
general direction of Assistant Secretary of State Adolf A. 
Berle, Jr. It will have to do with “the international aspects 
of transportation and communications.” Jesse E. Saugstad has 
been designated assistant chief of the shipping division, and, 
temporarily, acting chief of the division. Joe D. Walstrom has 
been designated assistant chief of the aviation division and, 
temporarily, acting chief of that division. Stephen Latchford 
has been designated adviser on air law in the division. Francis 
Colt deWolf has been designated chief of the telecommunica- 
tions division. 


NEW YORK WAREHOUSEMEN MEET 


The Warehousemen’s Association of the Port of New York, 
at its annual meeting in New York, January 21, voiced opposi- 
tion to “wholesale dumping” of government controlled ware- 
house space into private warehousing channels after the war. 
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Although it was reported that the 13,000,000 square feet con- . 


trolled by members of the association was currently 90 per cent 
occupied, it was said that addition of space now controlled by 
the federal government would dislocate warehousing practices 
in the area and increase the ratio of vacant space. Frank Hen- 
derson, president, American Dock Company, president of the 
association, suggested that members of the association take the 
matter up with federal, state and local authorities to prevent 
the entry of added space into the privately-controlled ware- 
housing competitive picture. 

Mr. Henderson was reelected president. Others reelected 
included E. W. Ford, vice-president, Baker and Williams, as 
vice-president; J. Leo Cooke, vice-president, Lackawanna Ware- 
houses, secretary, and H. A. Statler, president, H. A. Statler 
Company, treasurer. 





TAXES AND TRANSPORTATION 


Federal taxes on amounts paid for transportation of prop- 
erty yielded $18,243,694.22 in December, 1943, according to the 
Bureau of Internal Revenue. Taxes on amounts paid for the 
transportation of persons totaled $11,883,567.19. 

The tax on transportation of oil by pipeline yielded $1,561,- 
818.94 in December. 

The $5 auto use tax brought in $266,022.75 in December. 
The federal tax on gasoline yielded $24,575,024.59 as against 
$28,453,074.05 in December, 1942. 

Employment taxes paid by carriers in December totaled 
$35,868,193.24. 
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January 29, 1944 


Eastman and Rogers Appointments 


Unanimously approved by the Senate interstate commerce 
committee, the nominations of Joseph B. Eastman and John L. 
Rogers for reappointment as members of the Commission were 
confirmed January 24 by the Senate. There was no discussion 
of the nominations which were disposed of in the routine manner 
of the presiding officer stating, ‘Without objection, the nom- 
ination is confirmed.” The Senate at the same time confirmed 
the nomination of former Senator Harry H. Schwartz, of 
Wyoming, for reappointment as a member of the National 
Mediation Board. The Commission appointments are for the 
terms ending December 31, 1950. Mr. Schwartz’s new term 
will expire February 1, 1947. 

Mr. Eastman began his service as a commissioner Febru- 
ary 17, 1919, and Mr. Rogers, September 16, 1937. 

The action by the committee in ordering favorably reported 
the nominations (see Traffic World, January 22) followed a 
hearing before the committee in which Chairman Wheeler sub- 
jected to scrutiny the activities of John R. Turney, of Washing- 
ton, as counsel for Allied Van Lines, Inc., and as an official 
of the Office of Defense Transportation. Testimony heard by 
the committee was to the effect that Mr. Turney did not hold 
those positions concurrently. 

Mr. Eastman and Mr. Rogers appeared before the committee 
as witnesses, but Mr. Turney was not present. It was stated that 
he had gone to Chicago. His son, Lieutenant (j.g.) John R. 
Turney, Jr., of the U. S. Navy, undertook to answer some of 
the committee’s questions. 


Senator Wheeler, in the course of the hearing directed 
criticism against government agencies that employed as mem- 
bers of their staffs men who had handled cases before those 
agencies and that permitted those men, after severance of their 
connection with the government, to represent clients in matters 
under the jurisdiction of those agencies. It was not specifically 
pointed out in the testimony that Mr. Turney had not been 
employed by the Commission, but had served in the O. D. T., 
and that the Commission and the O. D. T. were separate 
agencies. 


Referring to testimony by Mr. Turney at the January 19 
hearing on the Rogers nomination, that he (Turney) had been 
counsel for Allied Van Lines since June, 1941, Senator Wheeler 
said he understood that Mr. Turney had been employed by the 
O. D. T. from January, 1942, to February 3, 1943, at a salary 
of $8,000 a year. He asked the witnesses whether they knew 
what salary Mr. Turney was getting from Allied Van. Mr. 
Eastman said he understood that Mr. Turney received no pay 
from Allied Van while with the O. D. T., and that whatever 
was done for Allied Van in that period was done by Mr. 
Turney’s law partners. Lieutenant Turney interjected that his 
father had had nothing to do with the Allied Van case while 
in the service of the O. D. T., except for one day’s attendance 
at a convention of the National Furniture Warehousemen’s 
Association in Florida two weeks after he had joined the 
O. D. T., when he notified the association’s board of directors 
that he had to discontinue his service as Allied Van counsel 
and asked and obtained its agreement to the handling of the 
Allied Van case by his son, John. 


Senator Wheeler, in a discussion of Mr. Turney’s activities 
in the O. D. T., said the establishment of an office in Detroit 
to handle distribution of Certificates of War Necessity had been 
“advertised as ‘Turney’s turkey.’”’ Mr. Eastman said he did not 
think that had any consequence. Maybe it did, maybe it didn’t, 
said Senator Wheeler. Mr. Eastman declared he didn’t see that 
it had anything to do with the qualifications of Mr. Rogers. 
Senator Wheeler took the position that that was a matter for 
determination by the committee. Mr. Eastman said he would 
answer any questions Senator Wheeler wanted him to answer. 


Docket Entry of Memorandum 


The next charge Senator Wheeler took up was to the effect 
that Mr. Turney had advised the Allied Van members at the 
Florida convention that he had taken up the Allied pooling 
plan with the Commission. Mr. Rogers said Mr. Turney had 
not taken up the pooling plan with him. Senator Wheeler said 
he had been advised that, in the mandamus proceedings against 
the Commission, to compel decision in the Allied case, mention 
was made of a “memorandum” concerning Allied Van that had 
been written in 1938 but had not been placed in the docket 
of the proceeding until in November, 1943. He wanted to know 
why the docket entry had been held up. Mr. Eastman, after 
detailing Commission procedure in the case, said he did not 
know why the report in question, prepared by Director Blan- 
ning of the Bureau of Motor Carriers, had been held up, but 
that it might have been regarded as an _ inter-office memo- 
randum. 

Mr. Rogers said information he had showed that the Allied 
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pooling agreement was filed with the Commission February 10, 
1942. Lieutenant Turney arose to explain that the application 
was prepared for filing in December, 1941, but that the filing 
was held up pending receipt from the printer of several ex- 
hibits that had to be reprinted. He said his father’s trip to 
Florida had been to explain to the Allied Van members “why 
he had left them in the lurch, so to speak.” 

Mr. Eastman told the committee there was no lawyer of 
his acquaintance who had a higher standard of ethics than 
Mr. Turney. He related that when he (Mr. Eastman) had been 
federal coordinator, Mr. Turney had resigned from a position 
as vice president of the Cotton Belt, in charge of both law 
and traffic, with a salary of $22,500 a year, to accept a position 
as assistant to Mr. Eastman, and had “served faithfully” in the 
coordinator’s office for two years, after which he remained in 
Washington “to build up a practice again.” He explained that 
Mr. Turney had “left me this time” because his sons and 
his law partners had joined the armed forces. 

Lieutenant Turney said he had been with his father at 
the Florida convention and that he knew that the elder Mr. 
Turney had made no statement to the Allied Van group about 
the pooling plan. 

I. C. C. Work on Motor Cases 


As the hearing ended, Commissioner Rogers distributed 
copies of a summary of the work of the Commission’s Bureau 
of Motor Carriers in the handling of motor carriers’ applica- 
tions for operating authority. 

The summary showed that, out of a total of 111,808 ap- 
plications filed with the Commission since enactment of the 
motor carrier act, 1935, including 1,200 rehearings granted on 
petition, 1,000 applications now awaited disposition by the Com- 
mission. The latter figure included 179 “grandfather” applica- 
tions filed up to February 12, 1936. The total of such “grand- 
father” applications received by the Commission was 83,435, 
according to the summary. Late “grandfather” applications, 
requiring determination the same as applications for new oper- 
ations, totaled 6,710, and applications for institution of new 
operations or extension of operations aggregated 20,463, it 
was shown. The monthly average number of applications han- 
dled by the Commission in the last 7% years was 1,231.2, 
according to the summary. 

The report by Commissioner Rogers showed, also, that a 
total of 12,512 applications for emergency operating authority 
had been filed and that only 201 of these now awaited dis- 
position; that 13,090 applications for transfer of motor operating 
authority, involving less than 20 vehicles, had been received 
and that 68 of those applications now awaited disposition by 
the Commission, and that in the last 7% years the staff of the 
Bureau of Motor Carriers had put in overtime, without com- 
pensation, amounting to 864,087 hours. 


Money for Commission 


An appropriation of $9,181,700 for the work of the Com- 
mission for the fiscal year beginning July 1 was recommended 
by the House committee on appropriations in reporting to the 
House, January 26, the independent offices appropriation bill. 
This, the committee explained, was $269,700 in excess of the 
1944 appropriation and $155,000 less than the Budget estimate 
for the next fiscal year (see Traffic World, Jan. 15, p. 167). 

The reduction of $155,000, said the committee, was applied 
to the item for valuation of property for which $500,000 was 
recommended in lieu of the estimate for $655,000. In the 
hearings of the committee, said the committee report, it was 
disclosed that “this agency had deferred its own valuation work 
to perform similar work for the Maritime Commission and the 
Navy Department for which it was reimbursed under section 
601 of the economy act.” 

“It was also disclosed that the valuation division is 10 years 
behind in the posting of changes in valuation, and it would 
appear that a further slackening of this work during the active 
period of the war would not be too serious a matter,” it added. 
“In view of these conditions the committee believes that a 
reduction of $155,000 in the estimate is justified.” 

In the committee hearings, testimony made public at the 
time the bill was reported showed, Secretary W. P. Bartel 
said, that the Commission had not asked for occupational de- 
ferment from military service of a single employe, nor had a 
single occupational deferment been made for a Commission 
employe. 

The number of employes on the Commission’s pay roll, it: 
was revealed, had dropped—largely because of employes going 
into the armed services—from approximately 2,800 three years 
ago to 2,141 as of October 31, 1943. 

Under control now exercised by the Bureau of the Budget 
over total personnel to be employed, as directed by Congress, 
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the testimony showed that the Commission’s “ceiling” was 
approximately 2,300—that is, that the Commission could 
employ up to that number of employes. One of the reasons for 
the reduction as compared with what the Commission had 
three years ago, was the establishment of the 48-hour week. 

In response to inquiry it was explained that the Commis- 
sion paid the salary of Commissioner Eastman while he was 
serving as director of the O. D. T. 

“Did he take any personnel with him that is paid out of 
Commission funds,” asked Representative Case, of South Dakota. 

“The personnel he took over, for example, his secretary, 
has been transferred to the O. D. T. pay roll,” said Secretary 
Bartel. “So the only person we have on the Commission’s pay 
roll who devotes practically all of his time to O. D. T., is 
Mr. Eastman.” 

Questioned about the 35-mile speed limit as being too 
slow for efficient operation of motor vehicles, Commissioner 
Rogers said that, as to heavy truck operations only, he thought 
“folks generally would concede that 35 miles an hour is some- 
what too low. The difficulty is that 35 miles for passenger cars 
is probably all right, from the standpoint of economical opera- 
tion. One of the problems is that of having two speed limits, 
one for passenger cars and one for other vehicles.” Mr. Rogers 
emphasized the difficulties confronting the motor carrier oper- 
ators due to manpower and equipment shortages. 

Representative Wigglesworth, of Massachusetts, asked 
Commissioner Mahaffie about contracts between railroads and 
independent contractors for maintenance of way work and the 
payment of wages by such contractors higher than those paid 
by the railroads. The railroad workers, said the congressman, 
according to information given him, were paid from 30 to 50 
per cent less than the workers employed by the contractors, 
for the same kind of work. 

Commissioner Mahaffie said the Commission had nothing 
to do directly with such contracts. He pointed out the Com- 
mission had and could examine such contracts to ascertain if 
waste was involved and issue reports criticizing waste if it were 
found. He said he had ‘heard reports such as the congressman 
referred to but he had no knowledge on that subject. 

Chairman Woodrum, of Virginia, asked about “the appar- 
ent greatly increased number of railroad accidents.” Mr. Ma- 
haffie said he did not know that he would be in a position to 
make any useful comment on that. subject but could furnish 
for the record rail accident statistics. These were submitted. 
Some classes of accidents had increased but some, in propor- 
tion to the traffic surveys, had not increased, said the commis- 
sioner, adding that ‘“‘generally the increase is marked, how- 
ever.” He thought it was a remarkable thing that they had 
not increased more than they had “in view of the way traffic 
has to be handled at the present time and the amount of the 
traffic. I think, on the whole, that the record is excellent.” 

“T think so, too,” said Chairman Woodrum. “I think they 
are the unsung heroes of the war.” 

No evidence of sabotage in railroad wrecks had been dis- 
closed by Commission investigators, said the commissioner. 


Fees for I. C. C. Services? 


Representative Dirksen, of Illinois, raised a question as to 
whether the Commission ought not to charge fees for its serv- 
ices in connection with its work relating to safety of employes, 
signal safety systems, locomotive inspection, and “possibly mo- 
tor transport.” 

Commissioner Mahaffie said that at various times for 
many years “we have from time to time had up the matter of 
charging fees for various services that the Commission per- 
forms.” Nothing had been done about the matter, however, 
said he, except that a fee of $10 was charged for admission to 
practice before the Commission. Mr. Dirksen thought the mat- 
ter was eminently worthy of consideration. 

Secretary Bartel pointed out that the Commission made 
charges for certifications, copies of such tariffs, reports, and 
other public records and documents on file with the Commis- 
sion, as was practicable to furnish. About $3,000 a year was 
collected in such fees, said he, and turned over to the U. S. 
Treasury as miscellaneous receipts. Cost of reports prepared 
by bureaus of the Commission in railroad reorganization pro- 
ceedings, usually the Bureau of Accounts and the Bureau of 
Valuation, was charged against the debtor’s estate, said he. 
The Commission also was authorized to certify the expense of 
submission of the plan of reorganization to the creditors, and 
the cost of this submission was likewise borne by the debtor’s 
estate, said he. Between January 6, 1940, and September 4, 
1943, the Commission had collected $305,388.26 for such serv- 
ices and this was turned into the Treasury as miscellaneous 


receipts. 
O. D. T. and 1. C. C. 


Representative Wigglesworth asked as to the relation of 
the national defense work of the Commission and the work of 
the O. D. T.—where as the “dividing line.” 


TRAFFIC WORLD 


: H. C. King, director of the Commission’s Bureau of Serv- 
ice, In response to a request, submitted a statement outlining 
the work of the Commission and the nature of the O. D. T.’s 
activities with respect to railroads. He said the work of the 





bureau related only to car service matters and railroad oper- } 


ations. The O. D. T., said he, had, to a very great extent, 
utilized the services of the bureau in the field and in the issu- 
ance of service orders. He said the O. D. T. had stated that 
the principal functions of its division of railway transport “are 
supervision and coordination of rail transport to mobilize exist- 
ing equipment and facilities for efficient utilization in the na- 
tion’s war effort.” 


Miloore Seores T.A. of A. 
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Chester G. Moore, managing director of the Central Motor | 


Freight Bureau, in a letter signed in his capacity as secretary 
of the American Trucking Associations, Inc., to Sydney Ander- 
son, president of the Transportation Association of America, 
January 27, accuses the Transportation Association of indulg- 
ing in a “wholly misleading” implication that “appears to be 
deliberate” in using his name on its literature as a member of 
its board of directors. Mr. Moore says he had sent the associa- 
tion his resignation as a member of its board before its annual 
meeting last November (see Traffic World November 13, p. 
1230), and that, at that meeting, he stated that he considered 
himself bound by a resolution of the board of directors of the 
American Trucking Associations in opposition to “the inte- 


grated transportation plan sponsored by the Transportation 
Association.” 


The nominating committee of the Transportation Associa- . 


tion, at that meeting, he said, did not include his name on its 
slate of officers elected unanimously. Subsequently, he said, he 
was notified that the minutes of the meeting would be changed 
to indicate his reelection to the Transportation Association’s 
board, and that he replied that he was satisfied that the elec- 
tion “turned out the way it did.” His secretary replied to a 
letter from Donald D. Conn, executive vice-president, written 
the day following the meeting, that Mr. Moore desired his 


resignation to stand. The subsequent use of his name as a | 


member of the Transportation Association’s board, he said, was 
“wholly unauthorized.” The letter read as follows: 


At a meeting of the board of directors of the Transportation Associ- 
ation of America, held in Chicago on November 12, 1943, I spoke in 
open meeting, stating my opposition to the integrated transportation 
plan sponsored by that association, and made clear my reason for doing 
so. I stated that, as an officer of the American Trucking Association, 
Inc., I was bound by the resolution of its board of directors in opposi- 


tion to integration of the transportation systems of the country, and | 


could not, therefore, go along with the program of the Transportation 
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Association of America. Previous to this time, I had sent my resigna- | 


tion to you. 

The nominating committee of the Transportation Association of 
America, at the same meeting, presented a slate of officers and my 
name was not included. This, of course, was in accordance with my 
wishes, which may or may not have been known to them. At the 
conclusion of the meeting, on November 12, Mr. Donald Conn and Mr. 
Sam Pettingill asked me to reconsider my resignation, but I declined 
and I refused also their offer to reinstate me on the Board. 

On November 13 you wrote me that the omission of my name was 
a surprise to you and stated that you would ‘‘arrange the matter so 
that the minutes will show you were elected.’’ My reply of the 18th 
stated, in part, that ‘‘perhaps it is just as well that the election at 
the Transportation Association of America’s meeting turned out as it 
did.’’ In my absence from the office, Mr. Conn wrote me a letter 
similar to yours of the 13th, and was notified by my secretary of my 
desire to allow the resignation to stand. 

It comes as a great surprise, therefore, after my efforts to sever my 
relations with the Transportation Association of America, to find my 
name listed as a director of your association on page 30 of its pamphlet, 


‘“‘The Transportation Problem,’’ dated January, 1944. As you well know, | 


this is wholly unauthorized. Besides, it carries my post as secretary 


of the American Trucking Associations, whose attitude on integration | 


I stated at your meeting of November 12 as being wholly incompatible 
with that of the Transportation Association of America. Inclusion of 
my name and office would seem to imply approval of the organized. 


trucking industry of your association’s plan of integration. Nothing | 


eould be farther from the truth. The implication is wholly misleading 
and appears to be deliberate. 

Since use of my name and office, although against my wishes, 
already has brought unfortunate results, I believe it is necessary that 
all the facts in the matter be made public without delay in order that 
all persons, particularly those who have received copies of ‘‘The Trans- 
portation Problem,’’ be apprised of the actual situation. 


MOTOR PASSENGER STATISTICS 

Class I motor carriers of passengers, excluding charter or 
special, reported passenger revenues totaling $32,408,654 for 
October, 1943, as against $25,406,226 for October, 1942, an in- 
crease of 22.7 per cent, according to statement M-700 prepared 
by the Commission’s Bureau of Transport Economics and 
Statistics. The number of passengers carried increased 29.8 
per cent, from 37,688,106 to 48,927,190. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Traffie World and “Politics” 


Editor the Traffic World: 

The letter in your publication of January 22 from Mr. 
Dubin is most amusing. 

Apparently this party concludes that his views should be 
accepted and that the views of the editor of the Traffic World 
are not permissible. 

The letter itself is hardly worthy of notice and: your com- 
ment following it is timely. Nevertheless, he speaks of our 
“great president,” and I wonder if he can define the meaning 
of the word “great.” 

There is an old saying that the “proof of the pudding is in 
the eating’”—this originated with Confucius, or was it Brigham 
Young? If Mr. Dubin can point to any real accomplishment 
of the present administration through the years of bungling 
and boon-doggling since 1932, then he probably has something 
on which to base his individual mud-slinging. 

I feel sure you have your own answer to his commu- 
nication—personally, our answer would be the well-known 
“phooy!”’ 

W. C. Nichols, Traffic Manager, 
The Shellabarger Mills. 
Salina, Kan., Jan. 24, 1944. 





Editor the Traffic World: 


_ More power to you; go as far as you like. I am not of the 
opinion that traffic managers are in need of a defender; I think 


7 we can take care of ourselves. 
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I have been a subscriber to your publication for many 
years and rather enjoy the articles in your publication on other 
than transportation matters. We can’t all think the same, and 
we all have a right to our opinions and to state them in this 
country, in private or in public. 

In my opinion Mr. B. Dubin would make a good Hitler; 
I hope Cannon shoes are not this way; they wouldn’t fit so 
well for Americans. 

I could still be a good traffic manager even though I didn’t 
see the Traffic World. We have plenty of radicals of this type; 
that is what has put the country in such a bad way; and, if 
Mr. Dubin has high blood pressure now, what will he have 
after the 1944 election? As a good example, look at the state of 
Kentucky—for the first time in her political history, all Repub- 
licans but one state office. This is truly the voice of the people 
rebelling against the old political machine that has controlled 
them so long. 

J. H. Jameson, General Traffic Manager, 
J. H. Day Company. 
Cincinnati, O., Jan. 24, 1944. 





Editor the Traffic World: 

I read in the Traffic World, January 22, a letter from 
Mr. B. Dubin, traffic manager, Cannon Shoe Company, Balti- 
more, Maryland. 

I have been a regular subscriber and reader of the Traffic 
World since 1920. I always turn first to and read your editorials. 
Often I do not agree with you, but the editorials have always 
been interesting because you do not hesitate to write your 
convictions, whether they are popular or not. In this day 
of “wishy washy” speaking, and writing about transportation 
and other matters, it is refreshing to find week after week an 
editorial writer who expresses his convictions concerning mat- 
ters affecting transportation directly or indirectly. 

W. H. Hendley, 
Traffic Manager, 


Taylor-Colquitt Co. 
Spartanburg, S. C., Jan. 24, 1944. 


Editor the Traffic World: 

I have read the letter in the Traffic World from “B. Dubin,” 
of Cannon Shoe Company, and after reading your remarks I 
concur wholeheartedly in your views. 

When the transportation profession is endeavoring so hard 
to make a recognized place for itself in this country, it is 





unfortunate to have a letter like this one on Page 230 appear 
signed by a “traffic manager.” I am very much afraid that 
“B. Dubin” has much to learn, and first and foremost it is 
manners. In my many years experience in the transportation 
field I cannot recall ever having heard a traffic manager speak 
language like this letter reads, and in the name of those people 
who enjoy their work in transportation and wish at all times 
to conduct themselves like gentlemen, I would like to apologize 
for ““B. Dubin.” 
J. M. Craig, 


Asst. Traffic Director, 
National Textile Traffic Bureau. 
New York, N. Y., Jan. 25, 1944. 





Editor the Traffic World: 

I would like to go on record as heartily endorsing the con- 
structive criticism contained in the letter written to you by 
Mr. B. Dubin. 

It is evident that I am not on the same side of the political 
fence as Mr. Dubin, but that is immaterial. The point is that 
you define your magazine as “an independent national trans- 
portation newsmagazine,” and as such it should provide a 
source of strictly technical information relating to the trans- 
portation industry and its problems. I féel sure that the great 
majority of the readers of your publication have not the slight- 
est interest in your individual political views and leanings. 

As for your reference to the “impudence and discourtesy”’ 
of the language employed by Mr. Dubin, it is my humble opin- 
ion that, in view of the language so often resorted to in your 
editorials, you should hesitate to make such a remark. 

K. J. Sherwood, Commerce Clerk, 
M. St. P. & S. Ste. Marie Ry. 
Minneapolis, Minn., Jan 26, 1944. 


Uniform Freight Rates, Ete. 


Editor the Traffic World: 

I have no doubt that your good journal could be filled to 
overflowing each week with interesting comment on this sub- 
ject; however, I have watched in vain for comment on the recent 
brief of the National Industrial Traffic League. 

The writer is a member of the League and agrees with it 
on the main theme that uniform rail freight rates throughout 
the nation would be impossible of accomplishment unless we 
have: 


1. Government ownership and operation of railroads. 

2. Subsidies for railroads having light traffic density, 
operating costs, or both. 

3. A single rail system operated under a plan of rate making that 
permits losses in one section to be offset by inordinate profits in others. 


or high 


One does not need to be an expert economist to perceive 
the correctness of these propositions. 

To my mind a law requiring that rail freight rates be uni- 
form throughout the nation would be as unsound as a law re- 
quiring that the retail price of gasoline shall be the same in 
Texas, Vermont, Minnesota and Arizona, unless, of course, pri- 
vate enterprise and capitalism are to be abolished outright. 

Without intending to cast any aspersions on the League 
and the able and experienced traffic men who wrote its brief, I 
must say that said brief could be used to support the arguments 
of those who are sponsoring the several bills now pending before 
Congress on the subject of uniform rates and classification. 

The sponsors of the pending bills say, in many garbled 
phrases, that existing laws set forth no standards to guide the 
I. C. C. in rate making. When one stops to reflect that the law 
requires that rates be just and reasonable, and that there be no 
unfair discrimination among persons, localities, commodities, 
and sections of the country, and leaves the I. C. C. an undefined 
and seemingly unbounded field of discretion; also, when one 
ponders the opinions of the courts to the effect that “if there 
is any evidence in support of the Commission’s orders, no mat- 
ter what the preponderance of evidence may be, the courts will 
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not reverse the Commission,” one certainly is not far wrong in 
concluding that, in the field of public utility regulation, we have 
a government of men and not of law, and few, if any, standards 
of rate making. 

The League’s brief proves, if it proves anything at all, that 
there is no standard of rate-making other than market com- 
petition. According to the League, we must have a reasonable 
rate on each article of commerce from the nearest source of 
supply to each consuming point, and rates from all other sources 
of supply must be so related to that rate as to permit competi- 
tion and movement. If this does not prove beyond peradven- 
ture that the railroads as a whole shall always operate at sub- 
normal rates and earn far less than a fair return on investment 
in property, I must confess that I do not know what else it 
proves. 

If I were a member of Congress and were looking for guid- 
ance in considering transportation laws, I think I would be 
driven to the conclusion that the League’s basic idea is no less 
—e in the economic sense, than are the ‘‘uniform rate 
bills.” 

According to my understanding of the League’s theory of 
rate making, the I. C. C. is merely an umpire in the fight among 


— to see that railroads do not carry all freight at a net 
Oss. 


Vagaries of the Law 


The recent decision of Associate Justice Frankfurter (and 
the Supreme Court) in California vs. United States, also Oak- 
land vs. United States, supplies a most interesting topic for 
discussion by the legal and traffic fraternities. 

The case arose from a decision by the U. S. Maritime 
Commission holding that the shipping act of 1916 grants said 
commission certain powers to regulate the rates and charges 
of publicly-owned and privately-owned docks and wharves. 

Personally, I agree with the minority of the court (Jus- 
tices Roberts, Douglas, Murphy and Black) that the 1916 ship- 
ping act contains no such grant of power as the Maritime Com- 
mission had assumed in the case before it (U. S. M. C. Dkt. 
555); and-I think it is strange, indeed, that nearly 28 years 
elapsed (1916 to 1944) before anybody discovered the intent 
of Congress to confer on the Maritime Commission and its 
predecessors powers to regulate dock and wharf facilities 
owned and operated by states, municipalities, and private in- 
terests not engaged in transportation, as such. But, this is not 
the real point. 


As I comprehend the majority decision, the Maritime Com- 
mission has no power to fix the rates of the regulated wharfin- 
gers, except as the means of removing unlawful discriminations 
in the charges among persons, localities, commodities, ports, 
and carriers. To my feeble imagination, this is a “legalistic 
doctrine” that most experienced lawyers and practitioners be- 
fore the I. C. C. will compare with “the law of the Supreme 
Court respecting the powers of the I. C. C. under section 3-1, 
of the interstate commerce act.” 


When an injured party convinces the I. C. C. that rates, 
charges, practices, etc., of regulated carriers result in undue 
preference or prejudice among persons, localities, or commodi- 
ties, the Supreme Court has held many times that the I. C. C. 
cannot make an order fixing the precise rate, but, must make 
its orders in the alternative and leave the offending carrier or 
carriers free to adjust the rates. See Texas & Pacific vs. United 
States, 289 U. S. 627. 


It now appears that the powers read into the 1916 shipping 
act by the Supreme Court are such that only in cases where 
unfair discrimination is proved may the absolute rate be fixed 
by the Maritime Commission for publicly-owned and privately- 
owned docks and wharves. 

In the T. & P. case previously cited, the U. S. Supreme 
Court sanctioned the rule for testing undue preference and 
prejudice as laid down by the I. C. C. in Ashland Fire Brick 
Company vs. Southern Ry., 22 I. C. C. 115, opinion by former 
Commissioner Lane. Briefly, the rule is that one carrier may 
not be held responsible under section 3 (1) of the I. C. act for 
discriminations created by another. In other words, the party 
who claims to be injured must prove that said injury is due to 
the acts of a common offender. Under such a rule or doctrine, 
Houston cannot complain of its rate relationship to New York 
on traffic originating at Chicago for the simple reason that 
different carriers control the rates from Chicago to New York 
and from Chicago to Houston, respectively. 

As I comprehend the Supreme Court’s decision in the re- 
cent maritime cases, low charges made by one regulated 
wharfinger can be raised as the means of removing unfair dis- 
criminations inherent in higher charges made by other wharfin- 
gers at the same port, whether or not there is any common 
control of the rates by any single wharf operator. It also ap- 
pears that the higher wharfage charges may be reduced should 
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it appear to the U. S. M. C. that that would be the more ap- 
propriate means of removing the so-called discrimination. 
Seemingly, the Supreme Court is now evolving a new con- 
cept of unfair discrimination that differs widely from the rule 
of the Ashland case as affirmed in the T. '& P. case. 
Admittedly, regulation of railroads, wharves, and water 
carriers may require remedies that are appropriate to the re- | 
spective services; but where does the average citizen land when 
he starts looking for “legal principles or doctrines?” 
H. B. Cummins, General Manager, 
Houston Port and Traffic Bureau. 
Houston, Tex., Jan. 22, 1944. 


















































M. C. REPARATIONS CASE 


Under the circumstances in this case, complainant’s failure 
to request withdrawal of the complaint prior to the hearing date 
constituted an abuse of the complaint and hearing procedure 
provided for shippers by the shipping act, 1916, as amended, 
said the Maritime Commission in a report in No. 625, Weis- 
Fricker Mahogany Co. vs. M/V “F. V. Hill” and/or Peter 
Paul, Inc. (see Traffic World, Nov. 6, p. 1160). The commis- 
sion denied a request of the complainant for withdrawal of the 
complaint and dismissed the complaint with prejudice. 

The complainant alleged, said the commission, that, for 
transportation by the respondents (in March, 1943) of log 
wagon parts and tractor repair parts from Tampa, Fla., to 
Belize, British Honduras, the respondents exacted higher rates 
from complainant than from other shippers of consignments 
of similar nature, origin and destination, in violation of sections 
16 and 17 of the shipping act, and the complainant asked repara- | 
tion. However, the commission stated, at a hearing in Tampa | 
on November 17, 1943, the complainant requested withdrawal | 
of its complaint, saying it was unable to produce evidence in |} 
proof of any lower rates accorded by the respondents to other |/ 
shippers and of the alleged undue prejudice and unjust dis- J 
crimination. 



























































M. C. ANNUAL REPORT 


The Maritime Commission, in its annual report for the | 
fiscal year ended June 30, 1943, reviews the progress of the | 
merchant shipbuilding program to meet war needs. It said | 
that the expansion of shipyards in the fiscal year to a total of 
81 with more than 300 ways made possible the unprecedented | 
record of completing 1,896 vessels aggregating 19,238,626 dead- 
weight tons in the calendar year 1943. 

The report shows, among other things, that on July 1, 
1942, the commission had contracted for 2,540 ships and that a 
year later contracts for 3,326 vessels were outstanding, 1,397 
having been completed in the meantime. 

At the end of the fiscal year the American merchant ma- | 
rine totaled approximately 2,000 vessels of 2,400 deadweight 
tons or larger, an aggregate of 20,000,000 deadweight tons and 
an increase of nearly 50 per cent in the twelve-month. 








REDWOOD CITY PORT RATES 


In No. 629, Contract Rates—Port of Redwood City, the 
Maritime Commission has instituted an investigation into the 
lawfulness of certain contract rates maintained by the Port 
of Redwood City, Calif., under a private agreement, covering 
service charges and tolls, some of which are not published in 
its port tariff, and some of which are lower than rates for ro 
similar services as published in its port tariff, according to the 
commission’s order. The Port of Redwood City Board of Port | 
Commissioners was made a respondent in the proceeding, The 
commission said that the private agreement referred to pro- 
vided for the rendering of services by the Port of Redwood 
City at unspecified rates to be mutually agreed on by the 
parties thereto. 


eI 
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M. C. SALE OF TANKERS 


Two new 141,000-barrel (T2-SE-A1) tankers, scheduled to 
be completed by the middle of February, will join the fleet 
of The Texas Company, according to the Maritime Commission. 
They were being built at the Sun Shipbuilding and Dry Dock 
Co., it was stated. 

The commission said that The Texas Co. was buying the 
new tankers at war-time construction costs, less the cost of 
national defense features, and was asking for no construction 
or operating subsidy. A trade-in credit of $2,498,580 for four 
obsolete tankers as down payment on the purchase price of 
$6,000,000 for the new vessels was allowed, it said. The settle- © 
ment on the balance, plus 3% per cent interest, would be secured § 
by a mortgage and payments would be due in 15 annual install- 
ments. 
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receives almost the entire impact. 


DURYEA CAR (B): The shock is 
absorbed by cushion gear, car and 
lading ride over it comparatively 
undisturbed, 








Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tue Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—EHditor Tug TRaFFIc WoRLD. 





The Tri City Traffic Club of Rock Island and Moline, II1., 
and Davenport, Ia., at its annual dinner meeting, January 20, 
elected the following officers: President, H. A. Stephens, Deere 
and Company, Moline; vice-president, H. H. Kohn, McCarthy 
Improvement Company, Davenport; secretary-treasurer, Her- 
bert L. Hill, Moline Traffic Bureau; members, board of di- 
rectors, for two years, Hugo Arzberger, Davenport-Besler Cor- 
poration, Davenport; H. E. Sever, Watson Brothers, Rock 
I , and E. T. Hogue, Moline Pressed Steel Company. 





Samuel L. Dobbs, assistant traffic director, Buick moto 
division, General Motors Corporation, was installed as president 
of the Flint, Mich., Traffic Club at a 
dinner meeting at the Hotel Durant, 
January 20. In his inaugural address, 
he predicted “plenty of problems and 
plenty of headaches” in 1944 for trans- 
portation men in the area. The vol- 
ume of shipping to and from Flint 
would be heavier this year than it was 
in 1943, he said, because war produc- 
tion in plants there was accelerating 
through the last year. If the war in 
Europe were to end this year, he said, 
transportation demands would be even 
greater, because adjustments would be 
necessary in shifting the American 
fighting strength to the Pacific. Other 
officers installed are: Vice-President, 
L. S. Bryan, Western Union Telegraph 
Company; secretary, Bernard Klukoski, 
traffic department, Buick motor division, General Motors Cor- 
poration; members of the board of directors, M. J. Finn, Fisher 
body division, General Motors Corporation; L. H. Wolfe; H. A. 
Griggs, Buick motor division; F. O. Green, Douglas Truck 
Company; D. B. DeCew, Norwalk Truck Lines; Harold Piercy, 

lint Storage Company. 








The completed program for the twenty-second arinual 

ing of the Associated Traffic Clubs of America, to be held 
at the Hotel Cleveland, Cleveland, O., February 24, includes, 
in addition to the speakers previously announced in this column 
January 15, Director Eastman of the Office of Defense Trans- 
portation, who will respond to a series of addresses at a lunch- 
eon in which the relations of railroad, truck and water trans- 
portation with the O. D. T. will be discussed, and John B. 
Keeler, president of the National Industrial Traffic League, 
who will speak at the morning session on “The O. D. T. and 
the Shipper.” Reports from the following additional committee 
chairmen have also been announced: John S. Burchmore, pub- 
lic affairs committee; Lowe P. Siddons, special committee on 
a national institute for traffic management; D. S. Mackie, mem- 
bership committee; F. S. DeGroat, sustaining membership com- 
mittee; E. H. Henken, club publications committee. and H. A. 
Hollopeter, special committee on O. D. T. and Interstate Com- 
merce Commission matters. 

Prizes will be awarded in the association’s essay contest 
and awards will be made for meritorious service in the field 
of traffic club educational activities. The one-day “streamlined” 
meeting will close with discussions of member club war activi- 
ties by representatives of individual clubs, and election of 
officers. 

The Traffic Club of Cleveland, Willard Adamson, general 
agent, Northern Pacific Railway, president, is cooperating with 
the association in staging the meeting. Ralph J. Hanson, traffic 
manager, Akron, canton and Youngstown Railway, is general 
chairman of the arrangements committees. 





The Junior Traffic Club of Kansas City has elected the 
following officers: President, E. O. Iberg; first vice-president, 
M. G. Fuhr; second vice-president, Dave Richardson; members, 
board of directors, for two years, Warren K. Turner and G. E. 


TRAFFIC WORLD 


Wolverton; members of the board for one. year, Norman 
Schaeffer, Les L. Coleman, W. F. Stewart, and R. H. Windsor. 
An inaugural dinner dance was held January 22. 





The Woman’s Traffic Club of Chicago will hold a dinner 
meeting in the rooms of the Traffic Club of Chicago, Palmer 
House, February 7. Robert J. Bayer, assistant editor, Traffic 
World, will speak on “Reporting the News of Transportation.” 

John B. Dolphin, new president of the Traffic Club of 
Hamilton, Ont., was born at Owen Sound, Ontario. He served 
in the Canadian army in the first world 
war and was wounded. On his dis- 
charge from a military hospital, in Sep- 
tember, 1921, he went to work with the 
Canadian National Railways, where he 
worked as a telegraph operator until 
1926. He then joined the International 
Harvester Company as a commercial 
telegraph operator. In March, 1932, he 
changed to the Dominion Foundries 
and Steel, Ltd., at Hamilton, where he 
served in a number of capacities until 
1939, at the outbreak of the present 
war, when he was appointed traffic 
manager. In 1941, in addition to his 
duties as traffic manager, he was made 
superintendent of transportation within 
the plant, in charge of locomotives, 
derricks, and trucks. He still holds 





those positions. 





Newly appointed chairmen of the standing committees of 
the Pacific Traffic Association of San Francisco include: Avia- 
tion, Ernie Smith, Transcontinental and Western Air; bowling, 
C. Van Coevering, Western Carloading Company; contact, mem- 
bership and reception, Thomas W. Harris, Jr., Pacific coast 
branch, American Tobacco Company; employment, Ben Foster, 
Western Transportation magazine; entertainment, speakers and 
papers, Ross C. Bray, Trojan Powder Company; freight for- 
warders and consolidators, Lloyd Kardell, National Carloading 
Corporation; golf, Ralph Branham, Western Pacific; industrial, 
E. L. Miller, Standard Brands, Inc.; legislation, Jess Cody, But- 
ler Brothers; picnic, Cyril L. Meek, Bay Cities Transportation 
Company; publicity and radio, Oliver Vickery, Owesen and 
Company; railway transportation and rates, William G. Cur- 
tiss, Western Pacific; steamship transportation and rates, T. F. 
Luedtke, McCormick Steamship Company division, Pope and 
Talbot, Inc.; truck transportation and rates, A. W. McTavish, 
Walkup Drayage and Warehouse Company; school, L. B. Ray- 
mond, Overland Freight Transfer Company. M. J. McCarthy 
has been appointed chairman of a special committee to repre- 
sent the association in matters concerning establishment of a 
free trade zone for San Francisco. 





Mark P. Adams, general agent, Minneapolis and St Louis 
Railway, was installed as president of 
the Winston-Salem, N. C., Traffic Club 
at its annual dinner meeting Janu- 
ary 18. He entered transportation work 
as a ticket clerk in:the terminal pas- 
senger station at Washington, D. C., 
after his discharge from the U. S. Navy 
at the close of the first world war. 
Later he served as traveling passenger 
agent for the Atlantic Coast Line at 
New York, Charleston, S. C., and 
Miami, Fla. In 1934, he returned to 
Washington as soliciting freight and 
passenger agent for the Missouri-Kan- 
sas-Texas Railway. In 1935, he was 
transferred to Winston-Salem in the 
position he now holds. 








The Motor City Traffic Club of Detroit will hold its an- 
nual dinner at the Hotel Statler January 31. Frank Leahy, 
director of athletics, Notre Dame University, will be guest 
speaker. Judge Joseph A. Moynihan of the Wayne County, 
Mich., Circuit Court, will be toastmaster. There will be a pro- 
gram of entertainment. Ray T. Mason is chairman of the 
annual dinner committee. 





The Traffic Club of New England held a meeting at Bos- 
ton, January 18, at which Lt. Commr. L. B. Benjamin, medical 
corps, U. S. Navy, who recently served in the Solomon Islands, 
and James H. Nicholson, special agent, Federal Bureau of 
Investigation, spoke. There was a program of entertainment, 
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January 29, 1944 


arranged for by a committee headed by Albert F. Ruby, gen- 
eral manager, Columbia Storage Warehouse Company. 





The Milwaukee, Wis., Traffic Club will hold its annual 
meeting and election of officers at the Elks Club February 1. 
Dinner will be served. The meeting has been designated past 
presidents’ night. 





The Traffic Club of New Orleans held its annual stag din- 
ner January 20. Louis Karter headed the committee on ar- 
rangements. 





L. L. Davis, general agent, Nashville, Chattanooga and 
St. Louis Railway, has been elected president of the Transporta- 
tion Club of Louisville. He is a native 
of Georgia and began work as secre- 
tary to the general passenger agent of 
the Georgia Southern and Florida Rail- 
road at Macon in 1918. He later served 
with the Georgia Railroad and joined 
the N. C. and St. L. in 1924 as chief 
clerk at Macon. He has remained with 
thaé@ railroad, rising to the position he 
now holds. Officers elected to serve 
with him include: Vice-president, Paul 
Holdaway, president, Falls Cities 
Transfer Company; secretary-treasurer, 
R. W. Ernst, assistant traffic manager, 
The Mengel Company, Inc.; members 
of the board of directors, Walter C. 
Newkirk, general traffic manager, 
Girdler Corporation; Otto Pollei, city 
freight service agent, Louisville and Nashville Railroad; Clifton 
Roehrig, district freight agent, Baltimore and Ohio Railroad; 
George J. Lodde, division traffic manager, American Tobacco 
Company; Edward Fox, traffic manager, H. J. Scheirich Manu- 
facturing Company; Carl Atherton, manager, Bates Motor 
Transport Lines, Inc.; John F. Beierlein, commercial agent, 
Western Trucking Company. Club members have contributed 
funds for the purchase of twelve wheel chairs for use by dis- 
abled and convalescent service men at Nichols General Hos- 
pital. 








The Metropolitan Traffic Association of New York held a 
meeting, January 27, at which the color films “Loaded for 
War” and ‘“‘Tank Destroyer” were shown by arrangement with 
the Santa Fe System. 





Don F. Hays, new president of the Wichita, Kan., Traffic 
Club, was born in Wichita and educated 
in the public schools there and at the 
Academy of Wichita University. He be- 
gan work as yard clerk for the Wichita 
Terminal Railroad in 1914. Later, he 
worked in the general offices of that rail- 
road and, in 1920, changed to the Mis- 
souri Pacific as chief clerk in the divi- 
sion freight and passenger agent’s office 
at Wichita. He remained there for four 
years. In 1924, he moved to Tulsa, Okla., 
as traveling freight agent for the Kansas 
City Southern. A year later he returned 
to Wichita and the Missouri Pacific in 
the position’ of traffic representative, 
which he now holds. He has been a 
member of the Wichita Traffic Club 
since 1919 and has been active as a 
committee member and officer of that 


club for many years. 





The Traffic Club of St. Louis will hold a Wabash Railroad 
day luncheon meeting, January 31, at which T. M. Hayes, pas- 
Senger traffic manager for the Wabash Railroad, and chairman 
of the club’s public affairs committee, will speak. 





The Junior Traffic Club of Metropolitan St. Louis will hold 
a monthly meeting, February 2, at which Harry Crawford, 
manager, Missouri Theatre, will speak. It will be a closed 
meeting. 





The Birmingham, Ala., Traffic and Transportation Club 
held its annual political luncheon meeting January 28. Candi- 


dates for election to office spoke. The election will be held 
February 14. 





The Junior Traffic Club of Chicago will hold a members- 
only smoker at the Midwest Athletic Club February 10. A com- 
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mittee on arrangements, headed by Cecil Baker, has arranged 
for a smorgasbord dinner, refreshments, and a floor show. At 
a traffic forum meeting, January 27, N. H. Schulitz, tariff 
compiler, Santa Fe System, spoke on the ‘Rail Rate Structure 
in the West.” 





Dr. L. H. Moore, professor of education, Texas State Col- 
lege for Women, Denton, Tex., spoke at a luncheon meeting of 
the Transportation Club of Dallas, Tex., January 24. N. C. 
Calvert was chairman for the day. Members will be guests at 
a meeting of the Traffic Club of Fort Worth, Tex., March 6. 





The Bronx, N. Y., Traffic Club has elected the following 
officers: President, Max Seiferth, general traffic manager, Herz 
Manufacturing Corporation; vice-president, Irving Bittman, 
traffic manager, Absorbo Beer Pad Company; treasurer, David 
M. Goldberger, traffic manager, Schorsch and Company; secre- 
tary, Fred Jamin, North American Van Company; members, 
board of governors, for three years, J. L. Bass, Gulf Carloading 
Company; George J. Weigman, Lehigh Valley Railroad; Martin 
Korb, National Carloading Company, and Fred Crosby, Moss- 
hasuck Transportation Company; members of the board for one 
year, J. W. Leddy, Universal Carloading and Distributing Com- 
pany; P. R. Turnbull, R. Hoe and Company; J. Herman, Center 
Trucking Company, and H. Davis, M. G. M. Trucking Company. 
The next meeting will be held at the Concourse Plaza Hotel 
February 18. 





George H. West, new president of the Traffic Club of 
Jacksonville, Fla., was born at Philadelphia and received his 
formal education there. He was first em- 
ployed by the Pennsylvania Railroad, 
serving successively at Philadelphia as a 
messenger, clerk in the freight agency, 
and clerk in the tariff department of the 
foreign freight agency prior to the last 
war. In 1916 he received a furlough to 
serve with the National Guard of Penn- 
sylvania. He served with the U. S. Army 
in Mexican border warfare and _ in 
France, where he was commissioned a 
second lieutenant. He received the Pur- 
ple Heart medal for wounds received 
in action in France. He rejoined the 
Pennsylvania Railroad after the war, 
serving first in the general office rate 
bureau at Philadelphia, then as travel- 
ing freight agent at Jacksonville. He 
was appointed to his present position as 
district freight agent at Jacksonville in 1934. He assisted in 
reorganizing the club in 1926, and has served since that time 
as chairman of various committees, as a member of the board 
of governors, as vice-president, and as editor of the Trafficlub- 
man, the club’s monthly magazine. 





The Charlotte, N. C., Traffic and Transportation Club held 
a motor transportation night dinner meeting January 25. Ham- 
ilton C.*Jones spoke. There was a program of songs by the 
Sears Quartette. 


NEW COMPLAINTS FILED 


No. 29073, Manchester Biscuit Co., Divsion of United Biscuit Co. of 
America, Sioux Falls, S. D., vs. Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. et al. 

Rates on bakery goods, car loads, from Sioux Falls to Des Moines, 
Ia., in violation of sections 2 and 3, complaint to cover a period 
from Jan. 2, 1942, or such other date as may be within two years 
from the time of notice to the Commission, and to cover the period 
from that date until final order of the Commission. Asks cease and 
desist order, rates and reparation. (R. D. Springer, 100 W. 10th St., 
Sioux Falls, S. D.) 

No. 29074, Consolidated Produce Co., Ltd., Los Angeles, Calif., et al. 
vs. Atchison, Topeka & Santa Fe Railway Co. et al. 

Rates on bananas, imported from Central America, South America, 
West Indies, and Mexico, in the period of two years immediately 
preceding filing of complaint, and during pendency of the proceed- 
ing, for further transportation in carloads from Los Angeles harbor 
to Los Angeles, Calif., in violation of sections 1, 4 and 6. Asks 
cease and desist order, rates, and reparation. (F. W. Turcotte, 
656 S. Los Angeles St., Los Angeles 14, Calif.) 

No. 29075, General Water Heater Corporation, Burbank, Calif., vs. 
Atchison, Topeka & Santa Fe Railway Co. et al. 

Rates and charges on water heaters, in carloads, shipped from 
Burbank, Calif., to points in Southwestern, Western Trunk Line, 
Central Freight Association, Eastern Trunk Line and Southern 
territories in Alabama, Arkansas, Georgia, Indiana, Iowa, Kansas, 
Louisiana, Michigan, Mississippi, Missouri, Montana, Nebraska, 
New York,: Ohio, Oklahoma and Texas, from Oct. 1, 1938, to Oct. 1, 
1942, in violation of section 1. Asks reparation of $16,364.18. (E. W. 
Cox, 406 S. Main St., Los Angeles, Calif.) 
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Personal Notes 





Albert E. O’Donnell, retired traffic manager for the United 
Fuel and Supply Company, Detroit, died at Dearborn, Mich., 
January 21, at the age of 80. 

Frank A. Howland, 41 years old, traffic manager for the 
Great Lakes Supply Corporation, died at Chicago, January 23. 

H. E. Simpson has been appointed general passenger traffic 
manager for the Baltimore and Ohio, at Baltimore, succeeding 


W. B. Calloway, who died recently. Other appointments in- 
clude: W. E. Meuse, general passenger agent, and E. H. Riecks, 
assistant general passenger agent, both at Baltimore; G. W. M. 
Gemmill, division freight agent, Cumberland, Md.; M. N. 
Freese, division freight agent, Parkersburg, W. Va. 

Lawrence W. Morris has been appointed commercial agent 
for the Central of Georgia, at Charleston, S. C., succeeding 
R. W. Riser, who died recently. 

L,.. Fi. Ristow, formerly general manager for the Pennsyl- 
vania Greyhound ‘Lines at Cleveland, has been appointed chair- 
man and general manager of the National Bus Traffic Associa- 
tion, Chicago, effective February 1, succeeding L. G. Markel, 
who resigned recently because of ill health. 

W. R. Elsey has been appointed assistant vice-president in 
charge of real estate, purchases and insurance for the Pennsyl- 
vania Railroad at Philadelphia. 

Richard W. Corns has been appointed assistant general 
traffic manager for the B. F. Goodrich Company, Akron, O. 

W. O. Franklin has been appointed assistant to general 
manager, and S. J. Hale, superintendent, Radford division, for 
the Norfolk and Western, both at Roanoke, Va. 

William J. Heckman has been appointed general claims 
attorney for the Illinois Central at Chicago, succeeding Philip 
M. Gatch, who died recently. 

P. J. McKenna, Jr., has been appointed director of the 
Chicago agency of the North American Van Lines.. He will 
continue serving as publisher of Hartman’s Rate Guide. 

A. H. Richards has been appointed general freight agent 
for the Northwest Freight Lines, Billings, Mont. He was 
formerly associated with the Express Freight Lines, Milwaukee, 
and Consolidated Freightways, Inc., Chicago. 

T. D. Slattery, of the chief commercial manager’s office of 
the London, Midland and Scottish Railway in England, has 
been appointed general traffic manager for the Associated 
British and Irish Railways at New York. 

The Atlantic Coast Line Railroad has announced the ap- 
pointments of the following as commercial agents: H. F. Hock, 
Sumter, S. C.; R. V. Casteen, Charlotte, N. C., and F. A. 
Egbert, Columbia, S. C. 


Cowan M. Hall has been appointed superintendent, central 
California division, at San Francisco, for the Railway Express 
Agency. He succeeds, E. M. Graham, who died recently. W. W. 
Argabrite has been appointed superintendent of the Nehratke- 
Wyoming and Iowa division at Omaha, Neb. 


James L. Kelley, division manager at San Diego, Cal., for 
the Consolidated Vultee Aircraft Corporation, recently pre- 
sented the company’s 15-year service pin to Milton E. Taylor, 
traffic manager for the San Diego division. 


C. E. Anderson, Chicago and North Western, has been 
elected president of the Railroad Association of Philadelphia. 
Others elected include: Vice-president, S. C. Hobbs, Pittsburgh 
and West Virginia Railway; treasurer, R. E. Sigman, Balti- 
more and Ohio; secretary, John J. Needham, Norfolk and 
Western. 

Joseph B. Meyer, formerly general superintendent for the 
Todd-Johnson Dry Docks, Inc., at New Orleans, has been ap- 
pointed general superintendent for the Hoboken, N. J., division 
of the Todd Shipyards Corporation. 

Louis B. Pate, formerly associated with the War Shipping 
Administration, has joined the Robin Line, steamship oper- 
ators, as vice-president, at New York. 

W. G. Schoppmeyer, export manager, Canada Dry Inter- 
national, New York, will speak at a luncheon meeting of the 
Export Managers Club of New York at the Hotel Pennsylvania 
February 1. 

Joseph T. Wilson, world trade division, International Busi- 
ness Machines Corporation, and former president of the Export 
Managers’ Club of New York, has been elected president of 
the Inter-American Safety Council of New York. C. de Groot, 
Pan American Grace Airways, Inc., has been elected assistant 
secretary. 

Directors of the Santa Fe System have elected Norman 
Chandler, president and general manager of the Los Angeles 
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Times, a director, succeeding Myer Hurley, New York, who 
died early in 1943, and elected John L. Cleveland, president, 
Guaranty Trust Company of New York, director, succeeding 
William C. Potter of the Guaranty company, who retired as a 
director of the railroad after serving in that capacity since 1921. 
Murray Billings, who retired last year from his position as 
raffic manager, Western district, United States Steel Corpo- 
ation Subsidiaries, is now spending several days each week in 
ittsburgh assisting E. G. Plowman, vice president in charge 
f traffic, United States Steel Corporation of Delaware. 


1943 RAILROAD DIVIDENDS 


The Department of Commerce, in a report on dividend pay- 
ments by industry groups, said that publicly reported dividends 
paid by railroads in 1943 totaled $201,400,000, compared with 
$177,400,000 in 1942. Dividends paid in 1943 by the transporta- 
tion equipment industry (consisting mostly of aircraft and ship- 
building, according to the department) aggregated $85,800,000, 
as against $77,400,000 in 1942, the department said. 





Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


January 31—Baltimore, Md.—State Comm.—Examiner Higgins: 


MC F-2347—N. A. Shevell, control; Apex Express, Inc., purchase, D. 
Marine. 


January 31—Columbus, O.—State Comm.—Examiner Conlon and Jt 
Bd. 61: 


MC 89706 Sub. 4—R. F. Eichenberger, Columbus, O., permit to ex- 
tend operations. 


January 31—El Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 294: 
MC 104698—Pan-American Transit, El Paso, Tex., certificate. 
MC 104741—Trans-Rio Grande Transit, El Paso, Tex., certificate. 


January 31—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 29130 Sub. 34—Rock Island Motor Transit Co., Chicago, Ill... cer- 
tificate to extend operations. 


February 1—Brooklyn, N. Y.—Hotel St. George—Examiner Myers: 
MC 95042 Sub. 2—M. Godick, Brooklyn. N. Y., to extend operations 
mc. 71550 Sub. 4—M. Barron, Washington, N. J. 

February 1—Chicago, iiI!_—Hotel Morrison—Examiner Disque: 
28971—-Certain-teed Products Corp. vs. A. & S. A. B. et al. 

28971 Sub. 1—Celotex Corp. vs. A. & R. et al. 
29033—United States Gypsum Co. vs. A. & R. et al. 

February 1—Dubuque, lowa—U. S. Ct.—Jt. Bd. 111: 

MC 104776—Couler Valley Warehouse Co., Dubuque, Iowa, permit. 

February 1—El Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 294: 

MC 104760—Trans-Rio Grande Transit, El Paso, Tex., certificate. 
MC 104755—Pan-American Transit, El Paso, Tex., certificate. 

February 1—Ft. Worth, Tex.—Hotel Texan—Examiner Borroughs: 
MC 53515 and Sub. 1—Highway Transportation Co., Fort Worth. 

February 1—Philadelphia, Pa.—U. S.-Ct.—Examiner Higgins: 

* MC F-2385—J. H. Smith et al., control, Delaware Transportation Co. 

February 1—Washington, D. C.—Argument: 

28821— Western Growers Protective Assoc. vs. A. & R. et al. 
28874 and Sub. 1—Coeburn Produce Co. vs. N. & W. et al. 

February 2—Brooklyn, N. Y.—Hotel St. George—Examiner Myers: 
MC 104788—A. Giddens and J. Lieberman, New York, N. Y., certifi- 

cate, 

February 2—Cedar Rapids, lowa—Montrose Hotel—Examiner Kephart: 
MC 60890—Lynch Transfer & Storage Co., Cedar Rapids, Iowa. 

February 2—Elkins, W. Va.—Fed. Bldg.—Jt. Bd. 118: 


MC 1003 Sub. 9—Meyer Transit Co., Inc., Davis, W. Va., certificate 
to extend operations. 


MC 59155 Sub. 7—Reynolds Transportation Co., 
certificate to extend operations. 

February 2—E! Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: 

MC 104798—G. 0. Gwyn, Silver City, New Mexico., certificate. 
February 2—Providence, R. 1I.—Narragansett Hotel—Jt. Bd. 18: 

MC 104729—W. E. Pray, Seekonk, Mass., permit. 
February 2—Scranton, Pa.—Casey Hotel—Examiner Higgins: 
* MC F-2367—Hall’s Motor Transit Co., purchase, A. Rycheski, Jr. 
February 2—Washington, D. C.—Argument: 

1. & S. 5085—Two-for-one-rule-heating or cooking appartus. 

1. & S. 5173—Stoves, east to Pacific Coast. 
February 3—Boston, Mass.—Hotel Manger—Examiner Cantrell: 

1. & S. M-2353—Increased rates and charges—Bromberg’s Express Co. 
February 3—Brooklyn, N. Y.—Hotel St.. George—Examiner Myers: 

MC 46001—W. L. Byrnes, Inc., New York, N. Y. 

(Continued on page 304) 


Clarksburg, W. Va.. 
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Questions and Answers 


e In this column will be ~nswered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on inte: state comimerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The sane man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Truckload Versus Less-Than-Truckload 
Shipments 


Missouri.—Question: I would appreciate your opinion and 
any court decisions on the subject: L. C. L. Class Rates Versus 
All Freight Rates Based on Prescribed Minimum Weights. 

A shipper presents a bill of lading which consigns goods 
on one day to one consignee at one destination, showing all 
articles individually, and separate weights for each article. The 
carrier’s individual and sectional tariff contains both class and 
commodity sections which do not alternate, and in a section 
containing specific commodity rates, an all freight rate item 
reading as follows: 


Freight, mixed, consisting of two or more differently described 
articles, having an L. T. L. or any quantity rating of Class 4 or 
higher in National Motor Freight Classification. . . . (Subject to Notes 
A, B, C, D and E below): .. 


Note C: The bill of lading must contain list of all articles included 
in the mixed freight shipment. 


Note E: Will not apply on articles on. which specific commodity 
rates are provided in this tariff, to, from or between the named points 
shown herein. 


(Other notes in item not quoted.) 

This item names rates of: 54 cents on 5,000 lIbs., 42 cents 
on 10,000 lbs., and 35 cents on 15,000 lbs., rates being in cents 
per 100 lbs. 

The carrier contends that Rule 26, Section 1, National 
Motor Freight Classification No. 6 removes the application of 
the class rate in preference to the alleged commodity rates, 
and in addition to the above, the following: 


Rule 4(f) page 15, Tariff Circular MF No. 3: 

If a commodity rate (distance or otherwise) is published, such 
commodity rate, except as otherwise provided in these rules, is the 
applicable rate and the only rate that may be applied from and to the 
same points over the route or routes over which the commodity rate 
applies, even though a class rate . . . may make a lower rate. 

Rule 8(b) Tariff Circular MF No. 3: 


. . Each class and commodity tariff arranged for alternative use 
shall contain a commodity section which does not alternate with other 
sections of the tariff. 


It is the consensus that the carrier in his interpretation is 
unjust and unreasonable in his actions to forcibly compel the 
shipper to accept all freight rates at prescribed minimum, while 
shipments were actually tendered on L. T. L. basis, although 
not notated on lading. 


Can it be adjudged that, although the shipment was ten- 
dered on L. T. L. basis and aggregate weights equal that shown 
in all freight rates item, above mentioned, the carrier is obli- 
gated to assess the higher rate? 


Answer: It is our opinion that the problem involved is not 
a matter of whether the rates published in connection with 
“Freight, Mixed, consisting of two or more differently described 
articles, etc.,”’ is a commodity rate and as such takes precedence 
over a class rate. 

As we interpret your inquiry it is a matter of determining 
whether the shipment in question was tendered as a less 
truckload shipment and as such subject to the L. T. L. rates, 
or if it was tendered as a T. L. shipment subject to the com- 
modity mixed freight rate. In other words, it is a question of 
fact as to whether the shipment was tendered as a truckload 
or less-than-truckload. If the shipment was tendered to the 
carrier as a truckload shipment and the shipment received 
truckload service, the truckload, or in this instance, the Freight, 
Mixed, rate would apply. If, on the other hand, the shipment 
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was tendered to the carrier as a less truckload and it was 
accorded less truckload service, the less truckload class rate 
should apply. 

In this connection see our answers to New York, on page 
1116, and to Illinois, on page 1118, of the November 7, 1942, 
Traffic World, under the caption, “Tariff Interpretation—Car- 
load vs. Less-Than-Carload Shipments,” and our answer to 


Michigan, on page 952 of the October 16, 1943, Traffic World, 
under the above caption. 


Tariff Interpretation—Applicable Rating on Chemically Hard- 
ened Fibreboard Waste Baskets 


Delaware.—Question: We would appreciate an opinion 
from you in regard to the following problem concerning one 
of our products, chemically hardened waste baskets. 

Prior to February 1, 1929, the description in the Classifica- 
tion called for chemically hardened baskets without specifying 
any particular type of basket or for what purpose they were 
to be used. On February 1, 1929, Supplement No. 18 to Con- 
solidated Freight Classification No. 5 was published with an 
additional item covering fibreboard waste baskets, the other 
classification mentioned still being retained. From this time 
on we used the fibreboard classification because it specifically 
mentions waste baskets, we assuming that the chemically hard- 
ened fibre classification became ‘“N. O. I. B. N.” 

We switched back to the chemically hardened fibre descrip- 
tion upon receipt of a letter from the Trunk Line Freight In- 
spection Bureau on June 5, 1939, who requested us to make a 
change, quoting as their authority Circular C. R. No. 283, which 
quoted an opinion subscribed to by the three Classification 
Committees. regarding the use of the two descriptions, chem- 
ically hardened fibre and fibreboard, it being held that our 
product was chemically hardened fibre and consequently we 
could not use the fibeboard rating. Incidentally, as to the rela- 
tive cost of the two products, the chemically hardened fibre 
basket cost 75 cents while a similar basket made of fibreboard 
cost 60 cents. We are enclosing a copy of the above men- 
tioned letter. 

We have made a number of large shipments of this com- 
modity since the outbreak of the war, principally to the govern- 
ment in carload and less carload lots, and the question of the 
proper rating has been raised by the Navy Department. 

We would appreciate an opinion from you on this matter, 
quoting if possible an analogous case to which we could refer 
if we have a case before the Interstate Commerce Commission. 

Answer: If it is a fact that the term “fibreboard” does not 
include “chemically hardened fibre or fibreboard,” the rating 
in Item 4175 on chemically hardened fibre baskets and not the 
rating in Item 35800 on fibreboard waste baskets, is, in our 
opinion, the applicable rating on your product. 

While the rating in Item 35800 is more specific in its 
application to waste baskets and would ordinarily apply to the 
exclusion of the more general rating on baskets in Item 4175 
under the ruling of the Commission in Investigation and Sus- 
pension Docket 76, 25 I. C. C. 492, that a specific rating applies 
rather than a general rating carried in the same classification, 
that principle has no application where the article is composed 
of a material which is not covered by the general rating. 


Damages—Delay—Measure of—Replacement Value 


Illinois.—Question: We recently made a shipment of oil 
in a tank car, destination Chicago, from an origin 175 miles 
removed, within the state of Illinois. The interested carrier 
inadvertently handled the car to Detroit, Mich., at which point 
employes of the railroad were instructed to forward the car 
back, but for some unaccountable reason, the car got away, 
passed through Buffalo, and was carried on the way to Jersey 
City, N. J., before it was turned around and headed in the 
right direction. 

After a week or ten days, the car was delivered to the 
original consignee. In the meantime, the customer was required 
to make spot purchases of oil in drums at a market price some- 
what higher than the price of oil in tank cars. In addition, 
customer was out eighteen hours’ labor dumping the oil from 
the drums. 


A claim was filed against the carrier, who originally de- 
clined the claim as follows: 


We regret the handling of this car, which was in part due to the 
over-taxed condition of the carrier as an incident of war traffic. The 
earrier is not liable for special damages of this character, and we are 
not in a position to give the claim consideration. 


Our position is that, under the terms of the bill of. lading 
contract, this being a loss occasioned by delay, the carrier is 
responsible for expenses incurred by the consignee in conse- 
quence of delay. It is our understanding that, in time of war, 
the transportation of troops and vital materials, and the exist- 
ence of wartime restrictions frequently result in commerc:al 
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freight not being transported as expeditiously as normal sched- 
ules provide, and that such delays, as well as those caused by 
severe weather conditions, are not regarded by carriers as 
liabilities, provided no act of negligence on their part con- 
tributed to the delay. 

_ Certainly, it was an act of negligence at the origin which 
permitted the car to move to Detroit. It was another act of 
negligence when the car was not returned from Detroit. The 
car actually traveled approximately 2,000 miles, as against a 
direct mileage origin to destination of 175 miles. 

Our further contention is that under the Carmack Amend- 
ment, the words ‘‘any loss, damage or injury to such property 
caused by the initial carrier or by any connecting carrier” are 
comprehensive enough to embrace all damages resulting from 
any failure to discharge the carrier’s duty with respect to any 
part of the transportation to the agreed destination. 

The carrier’s position seems to be that since the particular 
property contained -in the tank car suffered no damage by 
deterioration, or that the particular commodity contained 
therein suffered no damage by reason of market decline, that 
they are in no way responsible for out-of-pocket expense in- 
curred solely by the carrier’s negligence. 

We will be glad to have your opinion concerning this 
question. , 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading, 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon the 
carriers’ liability and therefore contrary to the Cummins’ 
Amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of the contract . of 
carriage, which loss is what the shipper would have had if the 
contract had been performed. 

While the destination value’ is ordinarily the measure of 
damages for loss of, injury or delay to goods, there is no uni- 
form basis or method of arriving thereat. It is appparent from 
the decision of the Supreme Court of the United States in 
Tllinois Central R. R. Co. vs. Crail, 281 U. S. 57, 50 S. Ct. 180, 
that each case must be determined by taking into consideration 
the circumstances surrounding the purchase, sale and trans- 
portation of the goods, such as, for instance, whether it was 
necessary to replace the goods at destination in order to fill a 
contract of sales or whether the consignee has lost a sale be- 
cause of the non-delivery of the goods or has earned a retail 
profit by a contract of resale. 

* In the Crail case, above cited, the court, after stating that 
the basic principle underlying common law remedies is that 
they shall afford only compensation for the injury suffered, 
states that if respondent in that case had been under any con- 
straint to purchase less than a carload lot to repair his loss 
or carry on his business, in that event the measure of his loss 
would have been the retail market cost of the necessary replace- 
ment, citing Haskell vs. Hunter, 23 Mich. 305, 309. The court, 
however, held that in the actual circumstances of the Crail case, 
the cost of replacing the exact shortage at retail price was not 
the measure of the loss since it was capable of replacement 
and was, in fact, replaced in the course of respondent’s business 
from purchases made in carload lots at wholesale market price 
without added expense. _ 

If the carrier is liable in the instant case for unreasonable 
delay to the shipment, it is our opinion that under the state- 
ment of the court in the Crail case to the effect that if the 
respondent in that case had been under any constraint to pur- 
chase less than a carload lot to repair his loss, or to carry on 
his business in which event the measure of his loss would have 
been the retail market cost of the necessary replacement, you 
are entitled to this amount. Such damages are not special or 
consequential damages but are the ordinary and usual damages 
which may follow a delay to goods while in transit. 

In addition to the difference between the market value of 
the goods at the time and place when they should have been 
delivered and the time and place when they were deliverd, the 
carrier is liable for any other and incidental damages naturally 
and proximately flowing from such delay. Pilcher vs. Central 
of Ga. R. Co., 46 So. 765; Baltimore, etc., A. Co. vs. ‘O’Donnell, 
32 N. E. 476; Missouri R. Co. vs. Carpenter, 114 S. W. 900. See, 
also, Gulf, etc., R. Co. vs. Chinski, 114 S. W. 851, and Ritchie 
vs. Oregon Short Line R. Co., 244 Pac. 580. 

While the cases cited above do not cover facts similar to 
those in the instant case, they establish the principle that inci- 
dental damages are recoverable where goods are unreasonably 
delayed by a carrier. 


Limitation of Actions—Undercharges 


Missouri.—Question: On page 681 of the Traffic World of 
September 19, 1942, you quote from a statute of limitation case. 
I wonder if I understand correctly your answer, that under 


TRAFFIC WORLD 


the decision in United States vs. St. Louis, S. F. & T. Ry. Co., 
270 U. S. 271, an action for collection of the undercharge is 
not barred. 

The case is not mentioned in Mid-State Horticultural Co. 
vs. Pennsylvania R. R. Co., which ruled that statutes of limita- 
tion apply regardless of contract. 

Can you tell me the difference in these cases? 

Answer: In its decision in Mid-State Horticultural Co., Inc., 
vs. Pennsylvania R. R. Co., 320 U. S. 356, the Supreme Court 
held that a shipper could not waive the statute of limitations 
applicable to an action brought by a carrier for an undercharge, 
namely, the same three-year period of limitations involved in 
the decision of the Supreme Court first referred to above; that 
the carrier’s action for an undercharge was barred after the 
expiration of the three-year period, notwithstanding an agree- 
ment on the part of the shipper not to plead the statute. in 
bar of the carrier’s action for the undercharge. 

In United States vs. St. Louis, S. F. & T. Ry. Co., 270 U. S. 
271, the Supreme Court of the United States held that the 
three-year period of limitation provided for in Section 16 of the 
Interstate Commerce Act did not apply to actions which accrued 
prior to the date of its enactment; that such actions were gov- 
erned by a period of limitation existing at the time the actions 
accrued. ; 

The two decisions cover entirely different situations. 


Tariff Interpretation—Rating on Tractor Clutch Plates 


Illinois—Question: I would like to get your interpreta- 
tion of Note 5, page 164 of National Motor Freight Classifica- 
tion No. 7. The shipments in question are steel stampings, 16 
gauge or thicker, and are further finished than in the rough. 
This note provides that when these stampings are further fin- 
ished than in the rough the general or specific description of 
the article must be used. In the absence of such description, 
blanks, shapes, or stampings of 16 gauge or thicker will be 
subject to the ratings for iron and steel hardware NOI, page 
152, item 11. 

The question involved is, if the shipment of steel stamp- 
ings finished 16 gauge or thicker were actually clutch plates 
for use in tractors, and were going to a plant that manufac- 
tured tractors, would the specific description referred to be 
tractor parts NOI iron or steel, item 15, page 201, or would 
there be no specific description in the classification, and the 
hardware item apply? 


The tractor parts referred to take 2nd class and the hard- 
ware referred to takes 3rd and we contend that because clutch 
plates are not specifically provided, they take a tractor part 
rate, as they are definitely assembled into tractor clutches, and 
the hardware NOI could not be used. 


Answer: If the stampfngs, to which you refer, are in fact 
tractor clutch plates, the rating on tractor parts, NOI in Item 
15, on page 201 of the National Motor Freight Classification 
will, in our opinion, apply thereon. 


Limitation of Actions—Undercharges 


Virginia.—Question: Please tell us whether or not the two 
year limit on undercharge bills applies likewise on bills that 
have never been paid. If not, please also tell us what the limit 
on these bills is. 

Answer: Subdivision (a) of paragraph 3 of Section 16 of 
the Interstate Commerce Act provides that all actions at law 
by carriers subject thereto for recovery of their charges, or 
any part thereof, shall be begun within two years from the time 
the cause of action accrues, and not after. 

Under this provision a carrier’s action for its charges is 
barred after the expiration of two years from the time the 
cause of action accrues, namely, upon delivery or tender of 
delivery of the shipment. 

Under the decision of the Supreme Court of the United 
States in Mid State Horticultural Co., Inc. vs. Pennsylvania 
R. R. Co., 320 U. S. 356, a shipper may not pay charges after 
the expiration of the statutory period above referred to. 


DOCKET OF THE COMMISSION 
(Continued from page 300) 


February 3—Columbia, S. C._—Wade Hampton Hotel—Examiner Yardley: 
MC 104777—Southeastern Haulers, Inc., Columbia, S. C., certificate. 
February 3—Des Moines, lowa—Fed. Bldg.—Jt. Bd. 54: 
MC 44055 Sub. 16—Bos Truck Lines, Inc., Marshalltown, Iowa, cer- 
tificate to extend operations. 
February 3—E! Paso, Tex.—Hotel Paso. Del Norte—Jt. Bd. 77: 
MC 104739—Acton Truck Line, Apline, Tex., certificate. 
February 3—Los Angeles, Calif.—State Bldg.—Calif. R. R. Comm. 
Finance 14343—Application of Sou. Pac. for a certificate permitting 
abandonment of line extending from Colton to San Bernardino, Calif. 
Finance 14409—Application of Pacific Electric to purchase line owned 
by Sou. Pac. between Colton and San Bernardino, Calif. 
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ALCOA STEAMSHIP COMPANY, INC. 


serving 


BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 
BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA 
For particulars apply 
ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 


NORFOLK, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 
NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 
MOBILE, ALA.: 500 North Commerce St. 
NEW YORK, N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 


DON T MARK IT “RUSH” 
MARK IT “MERCHANTS” 





93,369 Miles of Daily Service 
Criss Crossing the Middlewest 


MERCHANTS MOTOR FREIGHT, Inc. 


ST. PAUL, MINNESOTA 








Approximately 250 trucks and tractor-semitrailer units are used 
by the Missouri Pacific Lines in co-ordinated rail-truck operations 
now serving more than 700 local stations in seven midwestern 
and southwestern states. 


Extensive Co-ordinated Rail-Truck 
Routes Speed Handling of War 
Traffie on Missouri Pacific Lines 


Increased loads and quickened*pace of wartime traffic have 
tested and demonstrated anew the efficiency of the co-ordinated 
rail-truck service provided for Missouri Pacific Lines patrons 
at hundreds of stations in Arkansas, Illinois, Kansas, Louisiana, 
Missouri, Nebraska and Texas. 


Under the co-ordinated plan less-than-carload shipments 
originating at principal points are loaded into freight cars 
and transported by fast train to break-bulk stations where they 
are transferred to trucks for delivery to destinations. At local 
stations the same trucks pick up outbound shipments which 
are carried to transfer points, loaded into freight cars and 
forwarded by train. 


Combined Service Offers Many Advantages 


In many instances co-ordinated rail-truck operations have 
speeded the deliveries of LCL shipments from 24 to 72 hours 
and, in addition, have improved the handling of carload 
freight through the elimination from train schedules of nu- 
merous local stops. 


The Missouri Pacific’s fleet of modern transport trucks is 
equipped to handle a wide variety of freight shipments. 
Virtually all units are insulated, with refrigerator protection 
for perishables against summer heat, heaters to prevent freez- 
ing in cold weather. Rail-truck service also provides store- 
door pick-up and delivery at no extra cost to shippers or 
receivers. 


Steady expansion of this efficient, modern service is typical 
of a progressive policy of improvement which has enabled 
the Missouri Pacific Lines to keep pace with the growing 
transportation needs of our armed forces and of civilian 
shippers throughout the West and Southwest. 


i“ 
/MISSOURI\ 


Now, More Than Ever \ PACIFIC “A Service Institution” 
\ LINES» 
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February 3—Washington, D. C.—Argument: 
28946—Roanoke Webster Brick Co., Inc., et al. vs. A. G. S. et al. 
. & S. 5218—Root vegetables southwest to east. 

February 4—Boston, Mass.—Hotel Manger—Examiner Cantrell: 
1. & S. M-2347—Household goods in Mass. 


February 4—Brooklyn, N. Y.—Hotel St. George—Examiner Myers: 
MC 104509 Sub. 1—Ulster Heights Taxi Service, Ellenville, N. Y.. 
certificate. 
February 4—Des Moines, lowa—Hotel Kirkwood—Jt. Bd. 137: 
MC 8965 Sub, 3—Wise Transfer & Storage, Des Moines, certificate to 
extend operations. 


February 4—Providence, R. |.—Narragansett Hotel—Examiner Higgins: 
* MC F-2288—D. Ditt—Control; Mosnassuck Transportation Company— 
Purchase—G. A, Winter. 


February 4—Raleigh, N. C.—Sir Walter Hotel—Examiner Yardley: 
1. & S. M-2355—Newsprint paper, Va. ports to N. C. 
1. & S. M-2329—Cancellation of Commodity Rates in South. 


February 4—St. Paul, Minn.—St: Paul Hotel—Examiner Disque: 
29028—Lakeville Creamery Co. vs. Railway Express Agency, Inc., et. al. 
February 4—Washington, D. C.—Argument: 
|. & S. 5268—Rule 33—Multiple loading. 


February 5—Boston, Mass.—Hotel Manger—Examiner Cantrell: 
1. & S. M-2344—Paper between Boston, Mass., and points in Mass. and 
| ee 


February 5—Boston, Mass.—Hotel Manger—Examiner Higgins: 
* MC F-2372—-A. A. Martin, control; R. S. Brine Transportation Co., 
Purchase, Donoghue Transportation Co., Inc. 


February 5—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
MC 66562 Sub. 530—Railway Express Agcy., Inc., New York, N. Y.. 
certificate to extend operations. 


February 5—Brooklyn, N. Y.—St. George Hotel—Examiner Myers: 
1. & S. M-2345—Light and bulky articles between N. J. and N. Y. 
points, 


February 5—Des Moines, lowa—Hotel Kirkwood—Examiner Kephart: 
1. & S, M-2258—Young Transfer Co., minimum rates and charges. 


February 5—Detroit, Mich.—Hotel Ft. Shelby—Examiner Garofolo: 
1. & S. M-2327—Articles of exceptional value, rates on. 
February 7—Attica, Ind.—Fed. Bldg.—Examiner Prichard: 
* Finance 14358—Application of Dulien Steel Products, Inc., and C. A. 
& S., for a certificate permitting abandonment of line of railroad 
extending from Morocco to Veedersburg, Ind. 


February 7—Boston, Mass.—Hotel Manger—Examiner Higgins: 
* MC F-2405—J. and A. Rinderman, control; Beacon Fast Freight Co., 
Inc., Purchase, C. L. Hardy. — 
February 7—Concord, N. H.—State Com.—Examiner Cantrell: 
MC 48388—J. E. Faltin, Manchester, N. Hamp. 


February 7—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 104783—Diamond Trucking Co., Inc., Detroit, Mich., permit. 


February 7—Omaha, Neb.—Hotel Fontenelle—Examiner Kephart: 
MC 73381 Sub. 2—Harris Truck Lines, Inc., Omaha, Neb., certificate 
to extend operations. 


February 7—Philadelphia, Pa.—U. S. Ct.—Examiner - Wilkins: 
29041—E. I. du Pont de Nemours & Co. vs. C. N. S. & M. et al. 
29041 Sub. 1—E. I. du Pont de Nemours & Co. vs. Indiana Harbor 

Belt et al. 

February 7—Sioux Falls, S. D.—U. S. Ct.—Examiner Disque: 

29038—Sioux Steel Co. vs. A. T. & S. F. et al. 






WISCONSIN 
iz 7 A 
N \A © ; 






— SIN — 


Y\ 
\ \ 
\\ 


1 MINNESOTA 
ANDERSON 










\ 
MOTOR (rising ae Edi Gicrse — 
SERVICE P: Hammond ( \ 
co. hittin \ \PENNS 


es) 
Peoria 6 (24) 








(2i) (209 Columbus 
pag 4 24) D Lineoln Pendleton 4 iy Springhald 
\ Nepnaska Bemus INDIANAPOLIS r4 Dayton LEGEND 
ingfie 
St. Joseph Ga) J pot) CINCINNATI 





ILLINOIS 


e 
«J ’ re yood R 
iver 
“ Altona eae v 


Ni Hartford 
= a [5 Gunite Ci 


COLORADO |f KANSAS \_ ASTSLOUISTD 
CITy OL ome) cate Louis 
OKLAHOMA ARKANSAS LOUISIANA 


and TEXAS MISSOURI OKLAHOMA and TEXAS 





CHICAGOL 















TRAFFIC WORLD 


February 7—Washington, D. C.—Examiner Brinkley: 
* Finance 14455—Seaboard Air Line Ry. Co., Receivership. 


February 7—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC 104684—L. Y. Haynes, Mount Airy, N. C., certificate. 


February 8—Allentown, Pa.—Fed. Bldg.—Examiner Wilkins: 
29051—Mack Manufacturing Corp. et al. vs. Alton & Southern et al. 


February 8—Concord, N. Hamp.—State Com.—Jt. Bd. 20: 
MC 1961 Sub. 1—O. Levesque, Nashua, N. Hamp., certificate to extend 
operations. 


February 8—Concord, N. Hamp.—State Com.—Jt. Bd. 189: 
MC 104774—H. D. Goddard, Lebanon, N. Hamp., certificate. 


February &—Detroit, Mich.—Hotel Fort Shelby—Examiner Colfer: 
MC 5655 and MC 33494—Great Central Transport Corp., Detroit, Mich 


February 8—Harrisburg, Pa.—State Comm.—Examiner Myers: 
* MC 9876 Sub. 7—National Transportation Co., Bridgeport, Conn. 
* MC 33795—Young’s Motor Freight, New Freedom, Pa. 


February 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 19 and 138: 
MC 94245 Sub. 1—E. H. Harbour, Humboldt, Neb., certificate to ex- 
tend operations. 
MC 104772—C. E. Roberts, Dunlap, Iowa, certificate. 


February 8—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC 30616 Sub. 2—Queen Trucking Company, Inc., North Wilkesboro, 
N. C., certificate to extend operations. 
* MC 30616 Sub. 3—Queen Trucking Co., Inc., 
certificate to extend operations. 


February 9—Albany, N. Y.—Ten Eyck Hotel—Examiner Cantrell: 
MC 71789 Sub. 2—John Manion & Son, Marlboro, N. Y., certificate to 
extend operations. 


February 9—Boston, Mass.—Hotel Lenox—Examiner Wilkins: 
FF-126—Knickerbocker Despatch, Inc., New York, N. Y., permit. 


February 9—Louisville, Ky.—Kentucky Hotel—Examiner Fuller: 
1. & S. 5271—Liquefied petroleum gas in south and southwest. 
Fourth Section Appl. 


February 9—Minneapolis, Minn.—Nicollet Hotel—Examiner Peterson: 
1. & S. M-2357—Fruit, pick-up and delivery rules, in I11., 
Wis. 


February 9—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 

MC 102310 Sub. 
extend operations. 

MC 104821—N. N. Seieroe, Dunlap, Iowa, certificate. 


February 9—Syracuse, N. Y.—U. S. Ct.—Examiner Higgins: 
* MC F-2133—W. J. O’Neill, Control; Moore Northern Haulers, Inc. 


February 9—Washington, D. C.—Examiners Romero and Eddy: 
Finance 14433—Application of D. L. & W. for authority to issue securi- 
ties and assume obligation and liability. 
Finance 14434—Application of D. L. & W. and N. Y. L. & W. for 
authority to merge latter into former, etc. 


February 9—Winston-Salem, N. C.—Fed. Bldg.—Examiner Yardley: 
MC C-382—R. D. Fowler Motor Lines, Inc., vs. Colonial Motor Freight 
Lines, Inc. 
February 9—Washington, D. C.—Argument: 
Finance 13772 and Finance 13776—A. T. & S. F. abandonment. 


February 10—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
28953—-Netherland Shipping & Trading Committee, as agent of and 
on behalf of Royal Netherlands Government vs. Erie and W. & L. E. 
28959—Products from Sweden, Inc., vs. L. V. et al. 
28958—Products-From-Sweden, Inc., vs. L. V. et al. 
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M ICHIGAN 


TOR 


LAKE 
. MICHIGAN } 


NEW JERS 
and 
NEW YORK 






\ MICHIGAN 


y 








Uf 


24 | 


| 

| 

INDIANA 
| 









WEST VIR¢ 
ts9) and 


VIRGINIA 
NTUCKY 


and 


TENNESSEE 





{2} U. S. Highways 





@ State Highways 


Terminal Towns 











< S re} Towns Served 





Routes of 
SERVING THE INDUSTRIAL MIDDLE WEST ee ol 
28 Years i In Business Direction of 






Transfer Service 


MAIN OFFICE - 1516 N. 14th St, ST. LOUIS | 
& VIRGINIA 


20563—Liquefied petroleum gas from southwest | 


Minn. and| 


1—R. P. Thielen, Portsmouth, Iowa, certificate to! 


























Januar 




































RLD} January 29, 1944 


b 


MANPOWER, TIME, 
COST, FLOOR SPACE 


plus delivering the goods 
on time to and from 
factories, yards, docks 
and warehouses — 


A product of 
CLARK EQUIPMENT COMPANY 


POST WAR ENGINEERING SERVICE 
AVAILABLE. WRITE— 
WE ARE READY TO SERVE YOU 
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DivisStON OF CLARK EQUIPMENT COMPANY 


BATTLE CREEK, MICHIGAN, U.S.A. 
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Al Chimica te 


@ TACOMA'S great chemical plants 
were converted to War uses after 
PEARL HARBOR and are now supply- 
ing certain materials produced no- 
where else on the Pacific Coast for 
the winning of the war. 

All raw materials are available in 


this region and you can participate in 
the growth of this important industry 
by locating in our Industrial District 
where conditions are ideal and sites 
obtainable on reasonable terms. 


Port of Tacoma 


P. O. BOX 1612 


TACOMA WASHINGTON 





SERVING 
5 IMPORTANT 
GATEWAYS 


CHICAGO 


vet g COUNCIL BLUFFS (OMAHA 
or Bonds KANSAS CITY 
ana MINNESOTA TRANSFER MINNEAPOLIS 
Stamps ST. JOSEPH : 


Chicago Great Western Railway 
The Corn Belt Route 


Fast, easy-to-use shippers’ service 
“down Mexico way” 
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TRAFFIC WORLD 


February 10—Dallas, Tex.—Baker Hotel—Examiner Disque: 
W-896—Newtex Steamship Corp., common carrier application. 
Fourth Section App!.—20615—Pipe fittings from Ala to Neb. 
February 10—Lansing, Mich.—Hotel Porter—Jt. Bd, 337 and Examiner 
Garofalo: 
MC 49408 Sub. 2—Central Motors Freight Co., Kalamazoo, Mich., cer- 
tificate to extend operations. 
MC 52473 Sub. 2—Lafler Moving Co., Battle Creek, Mich., permit to 
extend operations. 


February 10—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93: 


MC 104782—Blue Line Express and Transfer, Co., Omaha, Neb., cer 
tificate. 
February 10—Utica, N. Y.—U. S. Ct.—Examiner Cantrell: 


MC 57529 Sub, 1—L. H. Perin, Camden, N. Y., certificate. 


February 10—Winston-Salem, N. C.—Fed. Bldg.—Jt. Bd. 292: 


MC 104492 Sub. 1—Surry Lime & Coal Company, Dobson, 
certificate. 


February 11—Allentown, Pa.—Fed. Bldg.—Examiner Prichard: 
* Finance 14375—Application of Ironton, and Lehigh Valley and Read- 
ing, joint, lessees, for a certificate permitting abandonment of first 
named company and abandonment of operation by two last named ‘ 
companies of Seigerville Branch, in Lehigh County, Pa. 
February 11—Asheville, N. C.—Langren Hotel—Examiner Yardley: 
MC 15610—Acme Transfer Co., Inc., Asheville, N. C., certificate or 
permit. 


February 11—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkins: 
29017—-Foreston Coal Co., Inc., et al. vs. Long Island et al. 


February 11—Buffalo, N. Y.—Hotel Buffalo—Examiner Cantrell: 
MC 12282—C. W. Hayes, Buffalo, N. Y., license. 


m= Cc. 


February 11—Chicago, I!1.—Sherman Hotel—Examiner Colfer: 
|. & S. M-2317—Dairy and packing house products central to eastern 
points 
February 11—Chicago, 1I!1_—Hotel Sherman—Jt. Bd. 149: ! 
MC 95170—Chicago Motor Express Terminal, Chicago, IIll., certificate | 
or permit. 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads—$1.00 aline, minimum 3 lines. Classified display —$15 a column inch.) 

ime, 13 time, 26 time.Classified di Wscount rates - 









FOR SALE—General Commodities between St. Louis and Spring- 
field, Missouri, serving Rolla, Waynesville, Lebanon. Interstate. Lee f 
Reeder, Attorney, 925 Grand Ave., Kansas City 6, Mo. 


TRAFFIC MANAGEMENT—13-month general course by mail, using 
actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago. 


POSITION WANTED—Man, 45 yrs. old, 25 yrs.’ R. R. experience, 
12 yrs.’ entire charge Short Line Railroad. Knows all departments. 
Desires position Superintendent or Assistant on short line. Anywhere. 


Available at once. Best references. Box 194, Traffic World, Chicago 
address. 


INDUSTRIAL TRAFFIC EXECUTIVE, 42, seeks greater responsi- 
bility. Long experience traffic dept. administration, rates, warehouse- 


ing, distribution, privately owned cars, etc. Box 195, Traffic World, 
Chicago address. 


CARS FOR SALE 
Need Cars for Coal, Coke, Ballast, Etc.? 


The following list has 767 such cars! 


150—Hopper, Double, 50-Ton 

45—Hopper, Side-Discharge, 50-Ton 
10—Koppel, Side-Discharge, 24-Yd., 30-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
25—Ballast, Composite, 50-Ton 

150—Box, 36-Ft., 40-Ton; Steel Ends 


25—-Dump, Magor, Automatic, 30-Yd., 50-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
2—Dump, Western, Automatic, 20-Yd., 40-Toh 
25—Flat, 40-Ft., 40-Ton 


55—Gondola, Composite, 36-Ft. and 40-Ft., 
150—Tank, 8000-Gallon, 40-Ton and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


40-Ton 
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Action at 
Barstow, California 
This is only one of the key points 
along the Santa Fe where the 
yards are being enlarged to 
handle more freight loaded for 
war. At this point the yards 
are being increased from 18 to 
31 tracks; beds for some of them 
were blasted out of solid rock. 


Santa Fe is building for the time when “‘it’s all 
over” in Europe, so we can do our part in help- 
ing our military forces throw a bigger load at 
the enemy in the Pacific. 

Santa Fe yards at many important points in 
California have been enlarged to handle many 
more trains, and sidings are being lengthened 
to handle more cars. 

Centralized Traffic Control systems are being 
installed at congested points to speed up vital 


SANTA FE SYSTEM LINES 


Serving California and the Southwest 


_—. 


Ye — 4 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 





shipments and conserve important manpower. 

Water towers in the desert have been doubled 
in capacity to refresh twice as many thirsty 
locomotives. 

Modern cafeterias and dormitories have been 
built to feed and house Santa Fe’s ever-growing 
army of workmen. 

Literally as well as figuratively—when the time 
comes—The Santa Fe Trail will be the first lap 
on the Route to Tokyo! 
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THE HOME FRONT... 
THE FIGHTING FRONTS... 
IN STEP FOR VICTORY IN 1944 


If 1944 is to be the year of Victory, it must also be the year of 
supreme effort... and of supreme sacrifice. 


We have girded ourselves for the effort. But the sacrifice? To 
many, it has not passed the stage of minor inconvenience. The 
grim demands of the Fourth War Loan Drive, for 14 billion dol- 
lars, will not be met without individual self-deprivation which 
really hurts. 


The mighty hammer-bliows, planned for the crushing of our 
enemies this year, must not falter for lack of sinew behind them. 
The battle against inflation here at home must not be lost by 
default. Our minimum duty to the men and women of the armed 
services . . . to shorten their time of ordeal, and return them to 
the kind of America they are fighting for... is the prompt over- 
subscription of the Fourth War Loan. 
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